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Public Opinion and British Railways 


‘THE past week has been remarkable for the overall unity 

of thought on current railway affairs shown by all sections 
of the national Press. Through the medium of letters to editors, 
the general public has also joined: in the almost-unanimous 
condemnation of the recent “‘ rough-house” tactics of the 
National Union of Railwaymen, and there is little doubt that 
the union has done itself and its colleagues in other trade 
unions considerable harm. Even The Daily Mail, traditionally 
strong in support of railwaymen, has criticised the N.U.R.’s 
behaviour and has called for an examination of the methods 
and powers of trade unions as a whole. It is significant 
that the general interest in the railway problem seems to be 
expressible in a desire for increased efficiency rather than an 
improvement of the railwayman’s lot as such. In place of the 
sympathy which was widely expressed during the previous week, 
there dre calls for vigorous streamlining which would result 
in a severely-reduced staff. One newspaper thought that the 
demand for railway services say, from 1965 to 1970, may well 
fall short of that now available, much of which, it stated, is 
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already redundant. Not all comment was unfavourable: 
on February 19, The Guardian had this to say: “ It is worth 
noting that the effects of the decentralisation process have 
had far more impact on the Eastern Region of British Railways 
than in other areas. In that region in particular, management 
has become much less cumbersome, with executive decisions 
taken capably at lower levels. In this process, the Chairman, 
Sir Reginald Wilson, and his General Manager, Mr. H. C. 
Johnson, have taken a particularly active part, and it is cer- 
tainly significant that Sir Reginald has been transferred to the 
(London) Midland Region where the process has not been 
quite so marked.” The Public Relations Department of the 
British Transport Commission has always made use of press, 
radio, and television when acquainting the public with the 
facts: on February 22, Mr. H. P. Barker, part-time Member 
of the Commission, furthered this policy when he gave a talk 
on the B.B.C. Third Programme in the ** World of Industry ” 
series. He finished a brief and incisive outline of the present 
railway position with a domestic analogy, pointing out that one 
has to put up with a certain amount of inconvenience when the 
painters are in the house. This sort of fact-giving is far 
more effective in the long run than the use of force, as the 
N.U.R. may soon discover to its cost. 


Inter-continental Container Service 


PARTICIPATION of British Railways in container traffic 
has been extended to a _ round-the-world service. 
Four aluminium containers conveying antique furniture 
were carried by the Southern Region last week from London to 
Southampton, en route for South Africa by sea. The con- 
tainers were built in the U.S.A., whence they arrived some 
weeks ago with imports from New York. From South Africa 
they will be loaded back to the U.S.A. A regular weekly 
service on these lines via Southampton is planned by a new 
organisation, United Cargo Containers (Europe) Limited, 
established in London. Intensive use of containers over these 
long distances is expected to reduce transport costs. Those 
now being sent to South Africa are 10 ft. 6 in. long, 7 ft. 6 in. 
wide, and 7 ft. 4 in. high, and are suitable for valuable goods. 
British and Continental railways have long been active in 
developing container traffic, both internal and international, 
and the new venture owes much to their pioneer efforts in 
design and construction. 


Progress in Western India 


OMPLETION of the Indore-Ujjain 5-ft 6-in. gauge link; 
doubling of further sections of the broad-gauge main line 
of the former Bombay Baroda & Central India Railway; and 
a rapid increase in traffic through the port of Kandla, created 
by the recent building of the connection with the metre-gauge 
system, are among the many items recorded in the “ Year 
Book, 1958-59” of the Western Railway of India. A copy 
has been sent us by the General Manager, Mr. M. M. Khan. 
As in the companion booklet issued by the Central Railway 
copious information is presented in a precise and readable 
form. Besides information on every railway activity, there are 
statistical tables and graphs, and particulars of the organisa- 
tion of the railway and the progress made under the First and 
Second Five-Year Plans. Help is stated to have been sought 
from manufacturing firms in building new passenger stock 
by contract in the railway shops at Morvi, Gondal, and 
Pratapnagar. The assembly plant established at Okha in 
1951 had erected nearly 23,000 metre-gauge wagons by April, 
1959. There has been some improvement in passenger train 
punctuality on the broad gauge. Travel in air-conditioned 
accommodation, including third class, increased. A special 
“* quick transit ” service was introduced for wagon-loads and 
smalls. 


Standard Gauge in Western Australia 


A COMMITTEE of officers of the Western Australian 

Government Railways has been studying facts and 
figures on gauge standardisation. The gauge of the W.A.G.R. 
is 3 ft. 6in. and that of the Trans Australian Railway (Common- 
wealth Railways), with which connection is made at Kalgoorlie, 
4 ft. 8} in. One proposal is for a standard-gauge line from 
Kalgoorlie to Perth and Fremantle, partly by conversion of 
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the existing line and partly by laying new track alongside the 
3-ft. 6-in. gauge track, with some new construction in the Perth 
area. This would afford through running between Fremantle 
and Port Pirie, in South Australia. If some 5-ft. 3-in. and 
3-ft. 6-in. gauge lines of the South Australian Railways are 
converted to standard gauge, through running will be possible 
between Fremantle and Adelaide and perhaps even New South 
Wales, with consequently increased trans-continental traffic 
which now suffers from the need for transhipment. Widening 
is a complex process and the provision of a 350-mile 
standard-gauge line from Kalgoorlie to Perth is a rather 
more difficult operation than the building, now in progress, of 
a 190-mile standard-gauge link between Melbourne and the 
New South Wales border at Wodonga, involving reduction to 
4 ft. 84 in. of sections of the 5-ft. 3-in. gauge Victorian Railways. 


Overseas Railway Traffics 


R*! LWAY operating revenues of the International Railways 
of Central America for December 1959, amounted to 
$1,135,204 compared with $1,295,346 in December 1958, a 
decrease of $160,142. The net revenue from railway operations 
showed a loss of $114,481 ($76,652 profit) and net income a loss 
of $112,829 ($14,827 profit). Aggregate revenue from railway 
operations for the year ended December 31, 1959, showed a 
loss of $803,152 ($91,022 profit) and aggregate net income a 
loss of $1,175,989 ($504,218 loss). Costa Rica Railway receipts 
for December 1959 amounted to colones 2,060,061, compared 
with colones 2,067,007 in December 1958, a decrease of colones 
6,946. Aggregate receipts from July 1, to December 31, 1959, 
totalled colones 12,432,850, compared with colones 10,987,632 
in the corresponding period of 1958. Net railway earnings of 
the West of India Portuguese Guaranteed Railway Co. Ltd. 
have continued the improvement shown in the latter part of 
1959, mainly attributable to better goods receipts. At January 
31, total earnings from the commencement of the financial 
year amounted to contos 19,867 compared with contos 12,077 
in the corresponding period of the previous year. 


Long-welded Rails in South Africa 


LL main-line track of the South African Railways is to be 
re-laid during the next five years with rails not less than 
120 ft. long. On some sections three 40-ft. lengths of 96-Ib. rail 
are flash-butt welded at depots into 120 ft. sections. Where 
conditions justify this, 13 40-ft. lengths are welded into lengths 
of 519 ft., which in turn are welded on site into lengths of up to 
half-a-mile, depending on local conditions. Tests conducted 
by the S.A.R. have shown the advantages of long-welding to 
include lower maintenance costs, longer life, and smoother 
running. With the use of steel and concrete sleepers and intro- 
duction of C.T.C. and remote control of unstaffed sidings, 
methods of insulating the track are being investigated. The 
better running is being emphasised as a further amenity of 
rail travel. Riding on main lines of the S.A.R. has long been 
good by any standards, and particularly so on the 3 ft. 6 in. 
gauge in view of the relatively high speeds attained. Much 
credit is due to the design and maintenance of rolling stock, 
much of it constructed in Britain. 


Sunday Timetables 


GEPARATE timetables for week days and Sundays were 
long a peculiarity of railways in Great Britain and Ireland. 
In other countries the same tables were in force all the week, 
with certain trains shown as running on Sundays or week days 
only. The Saturday half-day and the five-day working week 
necessitated extensive differences between the Monday to 
Friday and the Saturday services in this country, more particu- 
larly on lines with a heavy residential traffic, and the Southern 
Railway and its successor, the Southern Region of British 
Railways, for some time have used separate tables for Saturday 
trains on some lines. Changes in working hours and travel 
habits are affecting railways on the Continent. The differences 
between the Monday-Friday, Saturday, and Sunday services 
on some sections of the French National Railways are now 
so great that separate tables soon will be needed. The situation 
is changing even in Asia. The Malayan Railway recently intro- 
duced a Sunday passenger timetable. The main purpose was 
stated to be to reduce operating costs; trains are worked over 
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extended single-line sections by train staff and ticket, enabling 
many intermediate stations to be closed. Similar measures may 
well be taken by other railways in Asia. 


Bexhill West Branch Not to Close 


THE decision of the Southern Area Board of the British 
Transport Commission not to close the Crowhurst to 
Bexhill West branch of British Railways, Southern Region, is 
wise. Crowhurst is on the London to Hastings line via Tun- 
bridge Wells, served by hourly fast and stopping diesel- 
electric trains. The 44-mile branch is worked by diesel 
trains connecting with the fast trains to and from Charing 
Cross or Cannon Street, affording quicker journeys than are 
possible by the through electric trains between Bexhill 
Central and Victoria or London Bridge via Eastbourne. 
Bexhill West serves a residential area, and there is some 
business traffic to London. The branch has been losing money. 
As an economy measure it has been closed on Sundays for 
the rest of the winter. The Area Board states that it may be 
necessary to alter the method of operation. It is to be hoped 
that the elements at least of the present good service 
via Crowhurst will be retained. The reprieve has retained 
much goodwill. The good services and beautiful scenery on 
the London—Tunbridge Wells—Hastings line might be 
featured in publicity. 


C.T.C. on British Railways 


THE section of British Railways, Western Region, between 

Craven Arms and Llandovery, mainly single, on which 
centralised traffic control is to be installed, as recorded last 
week, traverses sparsely populated country. There is little 
traffic from or to stations on this 60-mile stretch, which is 
mainly a link between the North and Midlands and the 
industrial area round Swansea. Another single-line section for 
which C.T.C. is envisaged is that from Carmarthen to Johnston 
(35 miles), also in the Western Region. Plans are approved for 
conversion to single the double-track line of the North Eastern 
Region from York (Bootham Junction) to Beverley (32 miles) 
and for operation of this by C.T.C. Certain long sections in the 
Scottish Highlands also have been considered suitable. C.T.C. 
is costly to install, and very close examination must be made of 
the economies to be expected before a decision can be made. It 
has certainly proved successful in Rhodesia and Canada, to take 
two instances. One factor in favour in Rhodesia has been the 
difficulty and expense of staffing signalboxes in remote regions. 
Installation on a large scale in the near future on British 
Railways seems unlikely. 


Speedometers for More Steam Locomotives 


MaAINTENANCE of high speeds combined with the obser- 

vance of speed restrictions is the reason for the fitting, 
announced last week, of speedometers to 1,007 steam loco- 
motives of British Railways. These engines have been selected 
because they will be kept in service for some time to come, 
whereas much of the steam power used for shorter-distance 
and suburban services will be displaced within two or three 
years by electric or diesel traction. The speedometers should be 
installed by the end of this year. Besides being part of the 
standard equipment of all main-line diesel or electric locomo- 
tives and trains, these instruments have been fitted to all 
British Railways steam locomotives built since 1952, whether 
for passenger or mixed-traffic duties. Some 200 steam loco- 
motives of various types built by the former railway companies 
are also so equipped. Most of the speedometers have been 
ordered from J. Stone & Co. (Deptford) Ltd., and from 
Associated Electrical Industries Limited. Careful control 
of speed to maintain exacting schedules is no requirement, 
and one may wonder why this relatively small step was not 
taken before. 


Bargain Travel on British Railways 


THE increase from 4s. to 5s. in the £ in the discount on the 

ordinary second class return fare afforded by mid-week 
tickets is one of the steps taken by British Railways to spread 
the peak loads of holiday travel. A good many hotels, boarding 
houses, and so on are accepting bookings from mid-week to 
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nid-week. Concentration of travel on Saturdays in the summer 
10liday months adds much to the difficulty and expense of 
railway working, notably in the provision and maintenance of 
‘olling stock and motive power and in finding paths for trains 
ind maintaining punctuality. Mid-week return tickets are to 
xe issued from May to October—an additional inducement to 
elieving the July-August peak. Another measure to capture 
raffic is the “ rail-rover’’ ticket. Besides the all-line rail- 
rover available throughout British Railways, the ‘“*‘ Freedom 
of Scotland” ticket, and the rail-rover tickets for other 
areas issued last summer, new “ West of England” and 
“Freedom of Wales” tickets available for seven days in 
the respective areas, are to be on sale between March 1 and 
October 31. These tickets give very good value for money 
and should be popular with visitors from overseas. The all-line 
and “‘ Freedom of Scotland” tickets include travel by Clyde 
and other steamers associated with British Railways. 


Diesel-Electric Locomotives for the Sudan 


NFAVOURABLE climatic conditions had to be allowed 
for by traction engineers of the English Electric Co. 
Ltd. and its associates, the Vulcan Foundry Limited, in 
tendering for and designing the 1,850-h.p. diesel-electric main- 
line locomotives for the Sudan Railways described elsewhere 
in this issue. High ambient temperatures combined with high 
relative humidity, altitudes of over 3,000 ft., and frequent 
dust storms could adversely affect the safe maximum power 
of any diesel engine. By the use of charge cooling with the 
12-cylinder turbo-pressure-charged engines the required power 
rating at site has been obtained without sacrificing reliability 
and without excessive weight. The cooled air-inlet charge 
enables more power to be developed with reduced thermal 
stresses on cylinder heads, valves, pistons, and rings and 
without necessarily any increase in maximum cylinder pres- 
sures. A total of 15 locomotives is being supplied and among 
their duties will be the haulage of 1,500-ton trains transporting 
the cotton crop from the Khartoum area for export from Port 
Sudan. Dynamic braking is incorporated for use on long down 
grades. 


Thomas Spooner Lascelles 


MONG industries which have attracted the talents of 

successive generations of the same family, the railway 
service ranks high. Thomas Spooner Lascelles, whose death 
we recorded last week and whose career forms the subject of a 
biographical notice on another page, was a member of such 
a family, and himself added distinction to its long record in his 
chosen sphere of railway signalling and safety. His death will 
be felt as a very grave loss by a wide circle of railwaymen, not 
only in this country but in many parts of the world. To this 
journal, in particular, it means the severance of a long and 
greatly appreciated association extending over more than 27 
years. In fact, he was well on his way to reaching his 3,500th 
contribution to our columns. 

Lascelles was a man of meticulous precision and extra- 
ordinary attention to detail. If genius be correctly defined as 
“an infinite capacity for taking pains,” his work would surely 
justify the epithet. Moreover he was ever ready to help others 

rom his vast store of knowledge, and this characteristic, coupled 
vith a disposition of more than usual kindliness, doubtless 
ontributed to the high reputation in which he was held by 
ignal engineers throughout the world. He was also aided by a 
ift of languages which enabled him to study the technical 
terature, and confer direct with the railway officers, of many 
ountries. For many years he enjoyed the confidence of the 
‘hief Inspecting Officers at the Ministry of Transport, a 
privilege which he valued greatly. 

The long family connection with railways, to which we have 
oferred, began with Lascelles’s great-grandfather, James 
pooner, who was attracted to railway engineering in the early 

ears of last century and built a railway to Portmadoc in 1810. 
ater he extended this to Blaenau Festiniog as the well-known 
‘estiniog Railway, a civil engineering feat of some magnitude. 
lis son, Charles Easton Spooner, achieved an international 
eputation*for his successful introduction in 1863 of steam 
comotive traction and passenger traffic on this 2-ft. gauge 
ne, a step which led to the widespread adoption of the metre 
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gauge in India and elsewhere in Asia, and in Africa, and of the 
3-ft. 6-in. gauge in New Zealand, as well as the construction of 
tens of thousands of miles of narrow-gauge railway in the 
U.S.A. and other paris of the world. One brother and two of 
his sons were railway officers, and one, Charles Edwin Spooner, 
became General Manager of the Federated Malay States Rail- 
way. Another brother, Thomas, a London solicitor, was the 
grandfather of T. S. Lascelles, who was thus a great nephew of 
the narrow-gauge railway pioneer. 

Lascelles spent his whole business life with the W. R. Sykes 
Interlocking Signal Co. Ltd., which he joined in 1909. He 
became Signal Engineer in 1927, a Director and General- 
Manager in 1942 and Managing Director in 1953. The sig- 
nalling industry is indebted to him more for fine workmanship 
and accurate dissemination of knowledge than for personal 
invention, although he was ever ready with ingenious devices 
to meet special situations. The economical signalling of the 
recently abandoned Swansea & Mumbles Railway on its 
electrification, described in The Railway Gazette of July 19, 
1929, and a wheel-counting apparatus are two examples which 
come to mind. He joined the Institution of Railway Signal 
Engineers in 1913, a few months after its foundation, and its 
present high status owes much to his many years of arduous 
and efficient, but unobtrusive work as an officer (and at one 
period the only executive officer). He crowned these activities 
with a very successful year as President in 1952-53. His private 
interests were in line with that detailed and precise research 
which he applied to his work. He was a keen railway historian, 
a contributor to The Railway Magazine, and, from 1958, Pres- 
ident of the Railway Club. His admiration for the work of 
Charles Dickens led him to take an active part in the Dickens 
Fellowship. In the spheres both of his work and his hobbies, 
he was a prolific writer and a pleasant, well-informed, and 
much-sought lecturer. 

The family link with railways continues through his son, Mr. 
Richard Lascelles, a Senior Solicitor Assistant with the B.T.C. 
His son-in-law is Mr. W. J. A. Sykes, Chief Mechanical & 
Electrical Engineer, Southern Region, British Railways. 


Government, Parliament, and the Railways 


N Parliament, in the press, on the platform and on tele- 
vision, Members of Parliament have been giving much 
gratuitous advice to the Government on how to run the 


railways. Proposals vary from decentralised commercial 
operation, somewhat unrealistically envisaged by Mr. Peter 
Thorneycroft, to the establishment of independent boards, 
backed by subsidy where necessary, and from the hiving-off 
of ancillary undertakings to the relief of some of the Com- 
mission’s capital liabilities. A group of Tory back-benchers 
want a public inquiry, and Labour Members an independent 
one of industrialists and trade unionists. The Government, 
wisely, in our view, with the publication of the Guillebaud 
Committee’s report imminent, considers the financial and 
labour problem too urgent to brook the delay that further 
inquiry would incur, and is giving priority to the problem. 
This is as it should be, since the immediate crisis is of its own 
making, as was stated in these columns last week. 

There is no easy solution to the problem, but whatever plan 
the Government embarks on, its first objective should be to 
put the transport system of this country on a permanent 
basis. The periodic crises that have arisen since 1951, and the 
failure to resolve them, have largely resulted from interference 
with the Commission’s commercial operation, often for political 
reasons. This has made its task impossible, and its deficits 
have consequently mounted at such a rate that it can no longer 
meet its accumulating capital liability, much of which is non- 
productive. In our view, it would still be preferable for the 
Commission’s capital structure to be so reorganised that it 
canmeet greatly reduced future liabilities. In its re-appraisal 
last year, the Commission foreshadowed the necessity for 
this and, with the increased wages bill arising from its 
last-minute surrender to the N.U.R. under Government 
pressure, and the further bill certain to arise from the Guille- 
baud report, such reconstruction is now unavoidable. If the 
State were to assume responsibility for sufficient of the capital 
charges so as to leave the Commission with no greater obliga- 
tion that it can reasonably be expected to meet out of its work- 
ing surplus, which the railways can be expected to achieve 
as the benefits accrue from modernisation, the Commission 
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could still be required to operate on a commercial basis. In 
a competitive transport system, only in this way can there be 
competitive charges based on costs and traffic thereby en- 
couraged to flow to the most suitable, that is, economic, 
transport form. A once-for-all financial surgical operation of 
this kind is far preferable to a permanent open-end subsidy 
which removes the commercial incentive to efficiency and 
makes impossible the fixing of charges according to the real 
costs of operation. 

Many of the proposals now being put forward offer no 
permanent solution and would mean that the situation was 
once again being tinkered with and that fresh crises would 
recur. Much of the talk of the streamlining of British Rail- 
ways is unrealistic. Economies are being effected continu- 
ously and the savings from the closure of unremunerative lines 
are limited. Similarly, the proposal to hive-off the ancillary 
undertakings, either by sale to private enterprise or by transfer 
to other boards of management, is no answer. The former 
railway companies engaged in such activities and many of those 
now operated by the Commission were inherited from them. 
Some, for instance the catering facilities, are necesary to 
railway operation, but participation in others may no longer be 
essential, although most are profitable, notably the road 
passenger and road haulage undertakings. It is difficult 
to see what would be gained by their segregation to com- 
pensate for the consequent loss of their working surpluses. 
While there may be a case for more decentralisation to the 
regions and their greater independence, the reconstruction 
that their complete autonomy would require would be most 
disturbing at a time when the modernisation plan is beginning 
to bring about an improvement in traffics. The present part- 
time boards are not necessarily suitable to such autonomous 
management. Further, some of the gains that have been 
obtained from common centralised policy-making might be 
lost. 

It is to be hoped, therefore, that neither Parliamentary 
pressure nor the urgency of the position will cause the Govern- 
ment to reach so hasty a decision on the Commission’s future 
that no permanent settlement is made. The deficit financing 
already authorised by Parliament is sufficient to meet last 
year’s deficit, and only after action has been taken on the 
Guillebaud report will it be possible to estimate the likely 
deficit for the current year. It may then be found that if 
the Commission were relieved of the liability for interest 
charges on the Transport Stock issued as compensation for the 
acquired assets, many of which are of merely historic interest, 
and on the unproductive borrowings for deficit financing, it 
should then be able to pay its way and meet its reduced capital 
charges. It is pertinent to emphasise that to a very great 
extent the deficits have been the direct outcome of Govern- 
ment action or inaction. With modernisation, the rail- 
ways must in due course achieve a working surplus; if they 
cannot, then the programme was wrongly based and evidence 
so far indicates that not to be so. This requires some readjust- 
ment of charges where the traffic can bear it, and that is 
probably more possible than has hitherto been assumed. 
Nothing less than some drastic capital reconstruction along 
these lines can save the railways from being operated as a 
subsidised system with all the inherent weakness that results 
therefrom. In that event their operation by a Government 
department would seem inevitable and that still appears to 
us to be unnecessary and undesirable. 


Shipping Services to the Continent 


FU RTHER increase in the volume of passenger traffic by 
sea routes between Britain and the Continent, given peace- 
ful conditions and continued growth in the national income, is 
envisaged by Mr. S. A. Claydon, Continental Traffic & Shipping 
Manager, British Railways, Eastern Region. He expressed this 
view in his paper on aspects of the short-sea trade (that within 
the limits of the United Kingdom and the northern and north- 
western seaboard of Continental Europe) read last week to the 
Railway Students’ Association. Once the railways had begun 
to develop their own steamer services in the middle of the last 
century, increasing prosperity caused rapid growth in travel 
to and from the Continent, which has continued for a century, 
interrupted only by war and to a lesser extent by industrial 
depression, until in 1959 over 2,000,000 people from Britain 
took a Continental holiday. The travel habit, he believes, will 
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spread further, and during the present decade the volume of 
holiday travel to and from the Continent will have doubled 
from under 5 per cent to nearer 10 per cent of the total 
population. 

The shipping services of the British Transport Commission 
and its associated undertakings play a large part in this trade. 
Some three-fifths of the travellers between Britain and Europe 
use surface routes. In 1958, of a total of 7,332,000 conveyed 
by all routes, surface and air, the B.T.C. and its associates 
carried 4,169,000. If travel abroad continues to increase, air 
competition will be intensified. Mr. Claydon is right in his 
conviction that the surface carriers must improve their standards 
of comfort and service. Baggage should be neither an expense 
nor a burden; frontier formalities should be eased or elimin- 
ated; personal service and courtesy must be offered to all. 
In some of these respects there has been no advance. For 
example, the Great Eastern Railway ‘Continental Handbook” 
for 1881 stated that passports were not required for Holland, 
Belgium, France, Switzerland, Austria, Italy, Denmark, 
Norway, or Sweden—a contrast with conditions today. 

Railway passenger ships have always been built to the highest 
standard. Even before the turn of the century, ships with speeds 
of over 20 knots were introduced. Today 5,000-ton ships of 
British Railways with a speed of 22-23 knots ply between 
Harwich and the Hook of Holland, and the associated under- 
taking, the Zeeland Steamship Company, earlier this month 
introduced into this service its latest ship, mv. Koningin Wil- 
helmina, 6,000 tons gross, with a speed of 234 knots. The packet 
ports are not easy harbours from a navigational point of view. 
This involves installation of devices such as Decca navigators, 
direction-finding units, and bow and twin stern rudders. 
Still larger vessels would make for slower handling in confined 
waters and in berthing, with consequent lengthening of the 
passengers’ transit time through ports, and the maximum 
practicable dimensions of packet steamers have probably been 
reached. For night passages, Mr. Claydon maintains, the 
smoothness of turbines is a great advantage. The two other 
forms of surface passenger transport in course of development, 
the hovercraft and the Hydrofoil craft, are not likely to be 
serious competitors with conventional vessels on the short- 
sea trade routes for some time to come. Because of their speed, 
their developments might occasion navigational difficulties 
in busy restricted waters. 

Conveyance of motorcars accompanied by their passengers 
has in the last decade blossomed into big business, and prospects 
for the next five years are very good, on the assumption that 
traffic to the Continent increases pro rata with production of 
cars. The growing traffic at the summer peak periods must 
occasion hard problems even though the capacity of air and 
sea routes has increased greatly over the past two years. 
Most railway shipping services convey passengers and cargo; 
with the train ferries (mixed in the Southern and cargo only in 
the Eastern Region), and the few conventional cargo ships, 
they have a gross registered tonnage of some 89,000 tons. 
The British ports range from Hull to Southampton, and the Con- 
tinental from Copenhagen to St. Malo. The railway and other 
undertakings engaged in these trades meet competition from 
low-cost operators. Nevertheless most of the established liner 
companies have managed to stay in business through the years 
and the railway shipping services are among them. The Har- 
wich-Rotterdam and Harwich-Antwerp services will reach their 
century in 1963 and 1964 respectively. 

The short-sea liner must spend a far larger proportion of its 
working life in port than does the deep-sea vessel, and por' 
expenses are a correspondingly heavy burden, which ha; 
increased, particularly in the bigger ports; shipping service: 
using smaller outports in south-eastern England can offe* 
through rates to London from Continental port (sea freight to 
outport plus port charges plus rail or road carriage) lower thai 
services using the Port of London itself. During the past fev’ 
years new developments have reduced the time a vessel spends 
in port and the resultant cost. The use of mechanised equipment, 
including palletisation for sea carriage, and containers o 
various sizes, refrigerated or specialised for particular traffics, 
and handling devices at ports, is increasing, but is hindered in 
some cases by the reluctance of port labour to accept such 
modernisation. In 1958 the Eastern Region introduced a new 
ship the Isle of Ely, into the Harwich-Rotterdam cargo servic: 
and has since put a sister ship into the Antwerp service. The 
Isle of Ely is built for containers and palletised traffic. Cargo 
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can be lowered practically into its final stowage position by the 
quay cranes, although fork-lift trucks can operate in the lower 
holds if required. The ship is discharged, loaded, and put to 
sea on the day of arrival. Speed is sufficient for an overnight 
passage between ports, so that the ship spends six nights at 
sea, giving three sailings each way weekly. 

With ferry services, not only are cranage, stevedoring, 
quay trucking and so on avoided, but, except for customs 
inspection, goods are untouched. This reduces the need for 
packing, which may amount to 20 per cent of the weight on 
which freight is paid; and sometimes eliminates it for certain 
classes of goods. Packing labour and customs duty are some 
times saved for the same reason. Pilferage and damage are 
minimised. There is considerable room for further expansion 
of these services. The great advantage of quick turn-round and 
maximum ship utilisation is best exemplified by the train ferry 
services. On the Harwich-Zeebrugge route, for instance, the 
ship takes perhaps 15 min. to berth. Fixing customs locks and 
seals may take 30 min., after which some further 30 min. are 
needed to draw off the ship-load of ferry wagons (equal to 50 
common-user wagons), which usually contain over 300 tons of 
cargo. Loading time is about the same and the ship can be 
away to sea in 3 hr. The road vehicle ferry is another develop- 
ment discussed in the paper. The advantages are in principle 
similar to those of the train ferry. Where a “C”-licence 
holder delivers his product to a foreign buyer in his own vehicle 
he has clearly achieved prestige and his vehicle is an adver- 
tisement; but this may result in uneconomic use of the road 
vehicle and may raise costs unduly. There are also language 
and other difficulties. For these reasons any great increase 
in Anglo-European road transport will most probably be by 
the trailer or semi-trailer. 


British Transport Commission Traffic Receipts 


THE year has started reasonably well with increases for the 

first four-week statistical period, from January 4 to 31, 
compared with last year, under all heads of British Transport 
Commission traffic receipts except ships’ passengers. The 
rises in railway and road passenger receipts were not great, 
and that of £671,000 for British Railways might be thought 
disappointing in view of increases in fares and efforts to 
create additional excursion and similar traffic. The drop in 
passenger receipts of the marine services is small, but an 
increase might have been expected during the winter sports 
season on the Continent; and more revenue is badly needed 
in view of the likelihood of a rise in operating costs of ships. 





Four weeks to January 31 





Incr. or 
decr. 
1960 1959 


Passengers— ind £000 £000 £000 
British Railways pak ae. bis 9,090 8,419 671 
London Transport: 

Road passenger services ... one J 214 
Railways San nae on nad 1,995 J 132 
Provincial & Scottish buses ... aay 4,075 y 84 
Ships a HS we ‘és 244 15 
Total passengers ... va died 19,595 











Freight Parcels & Mails— 
British Railways— 
*Merchandise & livestock = 7,768 
*Minerals oa es ae. 3,928 
Coal and coke we coe eed 9,688 
*Parcels, etc., by coaching train id 3,912 








*Total freight, British Railways 25,296 
Othersf... bas ‘ae ae aie 3,886 


Total freight, parcels and mails 29,182 














Total ods ee Zs Sins pos 48,777 





* Includes receipts from collection and delivery. 
t Inland waterways freight, road haulage, and ships. 


Greater activity in the steel industry is reflected in mineral 
receipts. These might have been expected to be higher in view 
of the announcement that during the four weeks ended 
January 16, the amount of steel moved by rail was nearly 
40 per cent more than a year previously. Merchandise traffic, 
which was £634,000 up on the corresponding figure for 1959, 
will have to increase considerably to effect a significant im- 
provemént in the financial position of British Railways. This 
Start in the first four weeks nevertheless should give sober 
encouragement. Coal class traffic showed a slight increase, 
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largely, it seems, as result of increased demand, perhaps tem- 
porary, for household coal. 

Total receipts from road haulage, inland waterways freight 
and ships cargo rose only slightly compared with last year. 
They represent mainly road haulage takings. 

The increase in total freight parcels and mail receipts over 
the figure for Period 1 of 1959 is £1,313,000, against an increase 
of £1,684,000 in respect of Period 13 of 1959 and 1958. Total 
traffic receipts for Period 1 of 1960 are £2,399,000 more than a 
year ago, compared with an increase of £3,005,000 for Period 13 
of 1959 and the preceding year. 


PERCENTAGE VARIATION 1960 COMPARED WITH 1959 


British Railways: 
Passengers 
Parcels... ad nals 
Merchandise & Livestock 
Minerals ... “ 
Coal & coke 


Total 


Ships (passengers) 


British Road Services, Inland Waterways & Ships (cargo) 


Road Passenger Transport, Provincial & Scottish 
London Transport: 
Railways ... aks 
Road services 
Total 


Aggregate 








Changeable Year for American Railroads 
(By a correspondent) 


JN the first six months of 1959 the American railroads forged 
ahead, only to suffer a setback through the steel strike, which 
lasted 118 days from July 15 to November 7. Other changes 
in the U.S.A. national economy also beset the movement of 
freight traffic, upon which railroad prosperity mainly depends. 
On January 21 a record of wagon loadings for 49 weeks to 
December 5 came to hand, along with the comments of 
the Association of American Railroads on the supply of 
wagons, especially for large blocks of traffic. This was 
followed on January 25 by a statement of railway revenues 
and expenses for 11 months to the end of November—a fine 
stroke of accountancy. These documents show how rapidly 
the American scene changed last year. ; 

In the early months of 1959 wagon loadings rose until at 
July 4 they were 1,962,800, or 13 per cent, over 1958. By 
October 10, when the full impact of the steel strike was felt, 
the increase on 1958 fell to 905,870, less than 4 per cent, and 
over 45 weeks to November 7 dropped to 538,110, or 2 per 
cent. The next four weeks to December 5 raised the increase 
to nearly 631,000, or 2-2 per cent. 

The decline was not due entirely to the steel strike. The year 
1958 was memorable for the largest grain crops ever harvested 
in the States. Over 49 weeks of 1959 grain loadings totalled 
2,625,920, a decrease of 98,675 wagon loads, over 3 per cent. 
In the same period coal loadings amounted to 5,098,480, a 
decrease of 79,600 (1-5 per cent) and ore wagon loads dropped 
by 152,340, nearly 9 per cent, to 1,560,990. As a set off to 
these losses, timber and other forest products filled 1,934,780 
wagons, 10 per cent more, and above all there was a rise of 
943,220 wagons loaded with miscellaneous and manufactured 
goods, to a total of 15,371,740. That increase of 6:5 per cent 
in high-rated merchandise shows that many industries had 
thrived in spite of labour disputes. 

These traffic fluctuations whittled away freight revenue, 
which stood at $4,292 million at June 30, $445 million, or 
11-6 per cent, over 1958. At September 30 freight revenue 
amounted to $6,271 million, an increase of $351 million, less 
than 6 per cent, on 1958. By the end of November freight 
revenue of $7,617 million was only $231 million, or 3 per cent, 
hi A 

ae earnings (before charges), which were $414 million 
at June 30, an advance of 77 per cent on 1958, totalled $672 
million at November 30, about $13 million, or nearly 2 per 
cent, less than in the previous year. A sad end to a year of 
promise, though an upsurge of traffic in the first quarter of 
1960 would go far to improve the railway position. Yet the 
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railroads did well to hold the operating ratio down to 78-5 per 
cent, as operating expenses increased by $162 million, or 
2:4 per cent. 

It is curious that the Western railroads showed increased 
earnings of 38 per cent at June 30 last year, but a decrease 
of 11 per cent at November 30. The steel strike did them 
little harm, but they bore the brunt of diminished grain carry- 
ings and their operating expenses rose by 4 per cent. The 
experience of the Santa Fe was peculiar. Though its freight 
revenue was up 8 per cent, its operating expenses were also 
8 per cent higher and its earnings were 4-6 per cent less. In 
contrast the Pennsylvania Railroad, though hit hard by the 
steel strike, raised its freight revenue by 5 per cent and in- 
creased operating expenses by only 1-4 per cent. Its earnings 
of $26-7 million were more than twice the 1958 figure, but a 
paltry return for the management of 9,920 miles of road in a 
highly industrialised area of the States. The Norfolk and 
Western Railway, working 2,140 miles of road in the Paco- 
hontas coal mining region, offset a one per cent reduction in 
freight revenue by an 8 per cent cut in operating expenses and 
earned $47 million, before charges, an advance of 25 per cent 
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on 1958. The N. & W. operated at a ratio of 62:2 per cent 
against the P.R.R. ratio of 82.1 percent. The premier railroad 
is fortunate to own about 864,000 N. & W. shares, with a par 
value of some $21-6 million, on which it receives a substantial 
dividend. 

It is a pity that three well-known railroads in the Eastern 
District—Erie, New Haven, and Lehigh Valley—were in deficit 
at November 30. Erie may soon get rid of a $505,000 defici- 
ency, as its operating ratio was just above 85 per cent. There 
seems little hope for the New Haven, which lost $4-3 million, 
over 9 per cent, of its passenger revenue and is faced with a 
deficiency of over $8 million and an operating ratio of 86 per 
cent. The Lehigh Valley almost halved its 1958 deficiency of 
$3 million but is not likely to make further progress unless it 
can reduce its operating ratio of 89-5 per cent. 

All railroads in the Eastern District, operating 50,465 route 
miles, meet intense competition from road, water and air 
transport. Over 11 critical months of 1959 they earned 
$119 million compared with $96 million in the same period of 
1958. That may be a good omen for an all round improvement 
in the railroad position in future. 








LETTERS TO 


THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


Preserving G.W.R. Diesel Railcars 


February 16 
Sir,—Mr. William F. Bolton, whose letter you published 
in your issue of February 12 may be reassured that G.W.R. 
diesel railcar No. 4 will be given a fitting resting place eventually 
—at a Western Region centre, it is hoped. 
Yours faithfully, 


C. J. RIDER 
ak : : Public Relations & Publicity Officer 
British Railways, Western Region, 
Paddington Station, W.2 


First All Roller-Bearing Locomotive 


February 18 

Sir,—Mr. Colin P. Lovemore, in his ietter published on 
January 22, finds it amazing that the railways of Britain should 
be behind those of other countries in the use of roller bearings. 

In the interests of accuracy of railroad history may I be 
permitted to show that Britain did not lag in this respect ? 
I quote from the Proceedings of the Institution of Civil Engineers, 
1912. Mr. Cyril J. Hopkins, in the discussion on the paper, 
“Roller and Ball Bearings,” by Professor John Goodman 
disclosed some of the failures of the earliest trials of rolling 
bearings on the axles of rolling stock : ‘* Results of this nature 
had been obtained with roller bearings applied to the main 
journals of about 30 street-cars in Albany, N.Y. in April, 1890, 
and a few years later on the Bengal State Railway. He was 
personally acquainted with a similar application made in 
1908 in Philadelphia in which case the roller bearings lasted 
only six weeks. ” 

Colonel R. E. B. Crompton in the same discussion said he 
began “ to use roller bearings in 1877 or 1878 when the late 
Mr. Willans supplied him with an engine having roller 
bearings.” It is further stated that the “ pioneers (in England) 
in the use of roller bearings were several prominent members 
of the Institution, amongst whom might be mentioned Mr. 
Frederick Purdon ; Mr. W. H. Woodcock, the patentee of a 
particular form of bearing; the late Maj.-General C. S. Hutchin- 
son, one of the Chief Inspecting Railway Engineers of the 
Board of Trade; and the late Sir William Shelford.” 

Britain is also found among the countries conducting 
experiments with early, although unsuccessful, designs of 
rolling-bearing axleboxes. For example, in 1913, ball-bearing 
axleboxes by S.K.F. were tried by the Swedish State Railways, 
Pennsylvania Railroad, and the North Eastern Railway in 
Britain. Again, in 1921, trials of a S.K.F. axlebox combining 
one spherical roller bearing and one parallel roller bearing 
were made by the German and Swedish State Railways and 
the Pennsylvania Railroad, and in the following year in 
Britain by the Great Northern and Midland Railways. Because 


of the unsuccessful character of these, S.K.F. introduced in 
1924 a design with two spherical roller bearings. 

The position in the U.S.A. in 1928 is shown by the following 
quotation from an article, “ Roller bearings for American 
Railways,” in the Baltimore Manufacturers’ Record in March 
of that year: ‘* Three manufacturers of roller bearings have 
been at work for several years developing bearings capable 
of standing up under the severe demands of railway service. 
Timken, Hyatt and S.K.F. are the three.” In 1929 the London 
Electric Railway and in 1930 the Metropolitan Railway installed 
roller-bearing axleboxes. 

For some few years before 1930 carrying axles of locomo- 
tives had been equipped with Timken and S.K.F. roller- 
bearing axleboxes. In that year Timken locomotive No. 1111 
was completely equipped with roller-bearing axleboxes, and, 
as stated in your issue of December 11, 1959, this was the 
first steam locomotive in the world with all carrying and 
coupled axles, and the tender journals, so equipped. The 
first of such in the world outside the U.S.A. was the Crewe- 
built 4-6-2 express passenger steam locomotive of the L.M.S.R. 
equipped in 1935 with Timken roller-bearing axleboxes manu- 
factured in Birmingham by British Timken Limited. 

Whatever other charges may be levelled against British 
Railways, that of tardiness in accepting roller bearings would 
not appear to be justified. 

Yours faithfully, 
J. T. EMMERTON 
134, Tile Cross Road, Birmingham, 33 


Railway Staff Suggestions 


February 16 

Sir,—Serving railwaymen are invited to submit suggestions 
to the Regional managements of British Railways, but only 
10 per cent of suggestions seem to be adopted. Surely it can 
be assumed that most suggestions are well conceived. Some 
employees who submit suggestions receive, after two months 
or more, the answer that the matter was already receiving 
attention in the normal course of business. If a suggestion 
was already under consideration, there should be little difficulty 
in so informing the man who submits it, within a fortnight 
at the very most. 

Suggestions which would save hundreds of thousands of 
pounds yearly do not stand a chance. Here one infers that 
senior officials responsible for policy do not care to admit 
themselves wrong, and sidetrack the issue. There seems to be 
the utmost reluctance to pay the money, even although it 
could be recouped one-hundredfold. 

Yours faithfully, 
PIERMASTER 
Wigan 
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Slip Working 

Millions of army-worms on the move to 
find new feeding grounds, brought a 
train to a halt and forced it to reverse 
five miles, near Machadodorp, in the 
Transvaal. The locomotive wheels slipped 
on miles of crushed worms, and finally 
the train had to back to Machadodorp 
because the engine was running out of 
water. Railwaymen went ahead wiping 
the lines clean before the train could get 
through.—From “* The Times.” 


Good Turn for Many a Day 


Boy scouts and girl guides at Presteign, 
Radnorshire, have acquired, through the 
courtesy of British Railways, Western 
Region, a headquarters in a railway 
vehicle. This is a former scenery van, 
50 ft. long, transferred specially from 
Buckinghamshire without charge. Only 
a nominal sum is paid for the lease. 
Presteign is the terminus of a branch from 
Kington, on the Leominster to New 
Radnor line. Passenger services were 
withdrawn some time ago. 


Comfortable Travel for Invalids 


The wonderful invalid saloon . . . can 
be used to go anywhere on British Rail- 
ways. It is not an inexpensive form of 
transport but if one can possibly afford it 
it is certainly worth it. The bed is 
attached by springs to the floor so 
that not the smallest jolt can be felt, even 
when the train is travelling at speed or 
stopping or starting. An attendant al- 
ways travels with the coach and... 
we have always had one or two inspectors 
who take an enormous pride in the coach 
and keep it in spotless condition; their 
other pride is in the care of the patient 
for whose comfort nothing is too much 
trouble. They usually travel to the 
starting point of the journey in the coach 
on the preceding day and are often up at 





Invalid saloon, built for the L.S.W.R. in 
adjacent coupé seats four persons 


an early hour, in cold weather especially, 
to get the coach adequately heated. 
Then they put hot-water bottles in the 
patient’s bed. ... To someone who, 
like myself, spends most of her life in 
bed the journey is most interesting. . . . 
It would be impossible to end without 
paying a tribute to all the staff of British 
Railways with whom I have had contact 
on the many journeys I have now made 
in the 11 years I have been an invalid. 
—From “ The Nursing Times.” 

[The vehicle of wood construction, 
including the underframes, was built 
for the L.S.W.R. in 1905, modernised by 
the Southern Railway in 1939, and is 
now stationed at Gatwick.] 


Stationmaster Wins Accountancy Prize 


The George Russell Memorial Prize 
has been awarded by the Institute of 
Cost & Works Accountants to Mr. 
John Holroyd, Stationmaster since De- 
cember, 1958, at Maryport, British 
Railways, London Midland Region, 
who secured first place in the Institute 
Intermediate Examination in December. 
Mr. Holroyd has studied cost account- 
ancy since last October. He is a Cam- 
bridge graduate and joined British Rail- 
ways as a Traffic Apprentice in 1955. 
Of the 3,087 candidates for the Inter- 
mediate Examination, 497 passed the 
whole examination, and 538 passed in 
Part I only. 


First Choice for Travelling 


What delightful people the British 
are! Why, even ticket collectors are 
human, if you talk to them _ nicely. 
And distinguished men with double- 
barrelled names will sometimes offer a 
light to perfect strangers in a train. I 
discovered how nice we are from a full- 
page British Railways advertisement in 
the New Yorker. It recounts the adven- 


1905 and since modernised. An 


tures of a Mr. Rail Borne, who has a 
Utopian time on our railways which he 
rather sweepingly describes as “any 
Britisher’s first choice for travelling.” 
Mr. Rail Borne is, in fact,a Mr. Raymond 
Browne ... He says he. wrote the 
British Railways advertisement, extolling 
the English rail service, after a two-month 
visit here last spring. ‘‘ I was genuinely 
pleased with your trains. I found them 
clean and efficient,’ he reports. “‘ Even 
the stations were kept in excellent condi- 
tion. The ticket sellers and porters 
seemed to take a pride in their work.” 
He intends to continue the advertise- 
ments, as a series, and will applaud just 
as hard as ever.—From “* The Londoner’s 
Diary,” in the ** Evening Standard.” 


Round Trip 


A great many people are busy dis- 
covering just how good British Railways 
can be. . . . A business friend of mine 
who is fairly hard to please, has just 
completed the following trip: overnight 
train, Euston to Inverness where he did 
business; eleven o'clock morning train 
to Glasgow for more business; nine-in- 
the-evening train to Stranraer; overnight 
sleep on the ferry to Larne; Belfast by 
ten; more work, a sociable lunch and 
back by eight to Stranraer; overnight 
train to Euston, and in the office by nine. 
Three nights, two days, 56 hours travel 
out of 65 away—*slept like a top, ate 
like a horse and arrived back fresh as a 
daisy, old man. Yet no one believes 
me.” A colleague who was sup- 
posed to meet him in Belfast was still 
waiting in London for a plane when my 
friend’s stay in Ireland was over.— 
Colin Frame in ‘* The Star.” 


Poet’s Corner 


Oh where and oh where has the poetry 
gone 
That used to appear on this page? 
Oh where’s the relief that we counted 
upon 
To lighten the cares of this age? 


For quite a few weeks we have read all 
the views 
On diesels being better than steam; 
Will the railways be bankrupt in view of 
the news 
That the hauliers are taking the cream? 


And whether you get a more comfortable 
ride 
When running on so-and-so’s bogies; 
The fear that the brighter young lads are 
denied 
The chance of replacing old fogeys. 


For all of these items you rightly give 
space, 
For this is a serious time; 
But can’t you restore to its regular place 
The obiter dicta in rhyme? 
A.V.D. 
[The contributor whose verses appeared 
for a number of years was Mr. A. 
Berriman, whose death was recorded in 
our January 22 issue.] 
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OVERSEAS RAILWAY AFFAIRS 


SOUTH AFRICA 


Durban Harbour Improvements 


More than £5,000,000 was spent on 
improvements to Durban Harbour be- 
tween the years 1946-47 and 1958-59. 
Now a further programme involving an 
estimated expenditure of £5,000,000 is 
under way. Tenders were recently 
invited for the dredging of a 1,400-ft. 
turning basin, certain reclamation work 
at Island View, and the construction of a 
new berth (No. 8) also at Island View. 
The cost is estimated at some £1,500,000 
and the work is expected to take two years 
to complete. 

Ships repair facilities are being pro- 
vided at the Bayhead. These will include 
a concrete jetty 700 ft. long and 40 ft. 
wide. The cost of the work plus the neces- 
sary accessories will be in the region of 
£631,000. Coasters will be served at 
Maydon Wharf where improvements to 
the value of £245,000 are being made. 
A new 40-ton floating crane at a cost of 
some £277,180 is being acquired while 
approximately £816,950 is being spent 
on other cranes. 


Lines Serving African Townships 


With one exception, every railway 
project in the Transvaal to serve the 
residents of the non-white residential 
areas in the vicinity of the major centres 
is now in service. The exception is the 
line from Kaalfontein to the nearby new 
Bantu township. A new electrified 
double line is being built to the township 
from Kaalfontein. Expenditure to the 
end of November last on this six-mile 
line was £222,000, and work is 50 per 


(From our correspondents) 


cent complete. Apart from the earth- 
works and culverts, two overline bridges 
and two subways have been built, and 
two more subways are under construc- 
tion. Work on this line is expected to be 
complete early in 1962, but its opening 
to traffic has yet to be decided on. Total 
costs of all projects to date amount to 
some £11,000,000. 


Main-Line Tunnel Works 


The line between Natal and the Orange 
Free State is being improved by the build- 
ing of no fewer than 10 tunnels on a 
seven-mile stretch of the Brakwal— 
Van Reenen section. Two of these tun- 
nels have been completed and the others 
are well advanced. Curvature is being 
reduced from a minimum of 330 ft. 
radius on the existing line to a minimum 
of 792 ft., which will permit speeds of 
36 m.p.h., against 22 m.p.h. at present. 


NEW ZEALAND 


Opposition to Nelson-Blenheim Line 


Considerable opposition has followed 
the Prime Minister’s announcement, re- 
ported in last week’s issue, that the 
Government proposed to start immedi- 
ately on the construction of the railway 
line from Nelson to Blenheim, to link 
up with the South Island main trunk 
system and the Wellington-Picton vehicu- 
lar ferry. Picton is only a short distance 
by rail from Blenheim. Three former 
General Managers of New Zealand Rail- 
ways have publicly expressed their views. 

Mr. J. Sawers, General Manager from 
1944 to 1948, stated that South Island 
railways had been running down for some 








Diesel Operation in Victoria 


Photo] 





{J. L. Buckland 


Northbound Melbourne-Sydney “ Daylight”’ express, hauled by Clyde-G.M. 
1,800-h.p. diesel-electric locomotive, 12 miles north of Melbourne 


years, and had lost £6,000,000 on oper- 
ating expenses alone in the past five years. 
During that time the North Island lines 
showed an operating profit of £6,500,000. 
In 1947, he stated, an analysis of the 
economics of this project showed that 
there was definitely not enough traffic 
to warrant the link. Mr. G. H. Mackley, 
who retired in 1947 after seven years as 
General Manager, said that in view of 
the isolation which Nelson had long 
suffered, it seemed not unreasonable to 
remove that isolation. This was more 
particularly so with the coming of the 
Cook Strait car-rail ferry service. The 
Nelson-Blenheim line would link Nelson 
with the South and North Islands. 

Mr. F. W. Aickin, General Manager 
from 1948 to 1951, said that one of the 
factors not always appreciated was that 
although branch lines do not receive or 
create much traffic they may benefit 
main-line traffic, but any branch line 
district should be pretty productive. 
He did not ever expect that this project 
would be announced and did not think 
that any new line should have a greater 
yearly loss than the average annual loss 
on all lines. Mr. Nash, the Prime 
Minister, said that he would have some- 
thing to say later on. 


BRAZIL 


Holding Company Alters Statutes 


A Presidential Decree has authorised 
Rede Ferroviaria Federal S.A. to alter 
Articles 8 and 35 of its statutes, so as to 
allow the registered capital to be increased 
in December each year. The resulting 
issue of shares will become the property 
of the Federal Union, Federal District, 
States, and municipalities in proportion 
to their quotas in the National Highway 
Fund. The capital may also be increased, 
when necessary, by the incorporation of 
the rights and assets of railways trans- 
ferred to the holding company, of special 
grants made by the Union for investment 
purposes, and the unexpended balance of 
budgetary allotments. 


SWITZERLAND 


Swiss-Austrian-German Services 


At present the through trains between 
Zurich and Munich via St. Gallen have 
to change locomotives twice in a very 
short distance. Swiss power is used as 
far as St. Margrethen; Austrian Federal 
locomotives work the trains over the 14 
miles between there and Lindau; and 
German locomotives forward from 
Lindau. To avoid this wasteful procedure, 
from the introduction of the summer 
timetables on May 29, Swiss Federal 
locomotives will work certain of these 
trains through to and from Lindau. 
The voltage of the Austrian electrified 
system is the same as that of the Swiss, 
15,000 a.c., but the locomotives will 
require to be fitted with the Austrian 
type of pantograph. 
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Lateral Oscillations of Bogie Bolsters 


The occurrence of resonance conditions at operationally-important 
speeds can be prevented for all mileages between major overhauls 


it is becoming increasingly apparent 
that with modern high-speed vehicles 
the design of the secondary suspension 
components deserves very careful con- 
sideration. It is imperative to break away 
from the adherence to general recipes 
regarding spring rates and swing link 
angles of inclination and so on as so 
freely proffered by the initiated and so 
faithfully adhered to by true believers 
of this wisdom—often regarded as a 
universal panacea against ailments gen- 
erally diagnosed as “ bad riding.” It is 
only too often that designers are advised 
to use a bolster spring rate of, say, 
0.25 in./ton regardless of the load, or 
swing links inclined at 5 deg. regardless 
of their length, or the distance between 
them or their relation to the centre of 
gravity of the vehicle body. Occasionally, 
vertical leaf springs (acting in the lateral 
direction) or similar devices are intro- 
duced under the heading of ‘‘ dampers ” 
although the amount of damping pro- 
vided is negligible. In fact, such devices 
succeed only in increasing the lateral 
centring force thus reducing the effective 
length of the swing link arrangement and 
increasing its natural frequency, inadver- 
tently acting as swing link spoilers. 


Lateral Frequency 


It will be recalled that the natural 
frequency of a vertical link freely sus- 
pended from a bracket, i.e., a pendulum, 
is :— 

1 j/g 1 
b= sme Se SOE oma 
22 * i 6-28 * / 


386 


= 3-13 V 1, ‘1/1 (cycles per ecc.). .. (1) 
where / (in) is the link length. “This 
relation also applies to vertical swing 
links and it will be noted that the only 
variable affecting the natural frequency 
is the length. The picture changes when 
it comes to inclined links (Fig. 1) the use 
of which results in the centre of gravity 
of the body oscillating along a radius r 
which determines the natural frequency 


|| 
= 


C.OF G. OF 
VEHICLE BODY 


¥ 
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' 





Fig. 1\—Scheme of bolster suspen- 
sion. The body centre of gravity 
oscillates along the radius 


By J. L. Koffman 


in terms of the above equation. The mag- 
nitude of r can be obtained from (1) :— 
a(al — 2bh)? Gn (2) 
Pf? — 2b — 4ab*h “°° 
while more recently (2) this value was 
given as :— 





a(al — 2bh)? . 

PRP +a) —4ab'n “--O) 

It will be noted from this that the value 
of r depends on the entire geometry of 
the swing link arrangement as well as 
upon the height h of the centre of gravity 
above the lower link ends. This means 
that with load-carrying vehicles the 
natural frequency of the bolster will 
depend on the height of the centre of 
gravity which will change with the load. 





Railcar Trailer Example 


The importance of these relations and 
their effect on the riding of vehicles in the 
lateral plane will be illustrated in the 
following for the case of a light railcar 
trailer. With this, a = 13-9 in., f = 
14 in., / = 58 in., b = 1-5 in., and h = 
60-5 in., so that in accordance with the 
first of the above equations :— 


13-9 (13-9 x 58 — 2 x 1:5 x 60-5)? 


With 14-in. long vertical links the 
natural lateral frequency would remain 
at 0-84 cycles per sec. regardless of the 
load. 


Nosing Frequency 
The above values represent the natural 
lateral frequency of the vehicle body on 
the swing links, but as the natural fre- 
quency of the body on the swing links 
about the vertical (z) axis through the 
centre of gravity (nosing) is even more 
important, it therefore becomes necessary 
also to determine the magnitudes of the 
latter. 
The natural frequency of nosing 
oscillations | is derived from:— 


(4) 


where a ni is half the distance between 
bogie centres, c: (Ib. per ft.) the centering 
force and I, (Ib. ft. sec.*) the moment of 
inertia of the vehicle body about the 
vertical axis. 

For the vehicle concerned 2a= 
40 ft. whilst I,—270,000 (Ib. ft. sec.*). 
The passenger load is assumed to be 


= aE ~ (cycles per sec.) 


= 8-4in 





r= 58? x 147—2x 15* x 
while in accordance with the second 
equation :— 


13-9 (13-9 x 58 — 2 x 1:5 x 60°5)? 


58 — 4 x 13-9 x 1°52 x 60°5 





r= 


582 x 142 —2 x 1°5 x 14(142 + 13-92) —4 x 13-9 x 1-5? x 


In this particular case, the difference 
is significant and the second equation 
will be adhered to in the following. The 
body weighs 12 tons when empty and its 
centre of gravity is 72:5 in. above rail 
level and 20 in. above floor level. The 
centre of gravity of a seated passenger 
is some 25 in. above the floor so that 
with 35 and 70 seated passengers weigh- 
ing 2°6 and 5°2 tons respectively, the height 
of the centre of gravity above floor level 
will be 
12 x 20+26%x25  _ 50.9 in. and 

12+ 26 21-4 in. 
respectively. If, in addition, the vehicle 
also accommodates 35 and 70 standing 
passengers, respectively, the centre of 
gravity of the latter being about 42 in. 
above floor level, the centre of (combined) 
gravity will be raised to 24°2 and 26'1 in., 
respectively. 

The resultant values applying to h 
and r and the corresponding natural 
frequencies of the lateral oscillations of 
the system are summarised in the following 
table :— 


Tue Errect oF LOAD ON LATERAL FREQUENCY OF 
RAILCAR Bopy 








Number of | | 
f (c.p.s.) 


1-025 
1-03 
1-035 
1-045 
1°06 


h (in.) 
60°5 


r (in.) 








605 9-3 in. 
evenly distributed in the vehicle so that 
the additional moment of inertia due to 
it will be:— 
o W b? +P 
p=— *X (5) 
zg 12 
where W (Ib.) is the load, g (ft. per sec.*) 
the gravitational acceleration, / (ft.) the 
vehicle length and b (ft.) its inside width. 
With b=8°5 ft. and /=57-5 ft.:— 
WwW 8-52+- 57-5? 
L=—_— x ———_ 
32:2 12 
= 8-73 W (lb. ft. sec.?) 
The magnitude of the centering force, 
ci, is determined as a function of r and 
the results of the determinations are 
summarised in the table below where 
I,=I+I,?:— 


THe Errect oF LOAD ON NOSING FREQUENCY OF 
RAILCAR Bopy 





Number of 
Passengers 


0 , 300 | 
35 J ‘ ¥ 
70 lp | 
105 

140 


\— 
I, 
| fib. ft. "sec? | c,(ib./ft.) | fy (c.p.s.) 





1 
1- 
1- 
1- 
68,800 1: 


= | 





Thus the natural frequency of the sate 
nosing on the swing links will vary 
between about 1-1 and 1-2 cycles per sec., 
depending on the load, while with 14-in. 
long vertical links it would vary between 
0-92 and 0-94 cycles per sec. respectively. 

The theoretical frequency of the sinu- 





FREQUENCY OF SINUSOIDAL MOTION, cycles per sec 


30 40 50 60 
VEHICLE SPEED, m.p.h. 


Fig. 2—Theoretical and experimental dependence of the 
sinusoidal frequency of 1:20-tyre wheels down the track 


soidal motion of the wheels secured to a 
common axle is :— 

f=, | Ceyet )...6 

S52 A) Rg (ovcles per sec.) .. . 
where v (ft./sec.) is the vehicle speed, 
R (ft.) the wheel radius, n the tyre con- 
icity and 2s (ft.) the distance between 
the rolling circles of tyres (for standard 
gauge 2s=4-94 ft.). Thus for n=20 and 
R=1-5 ft. at a speed of 60 m.p.h. (88 ft. 
per sec.) f=1-625 cycles per sec. This 
data applies to the theoretical behaviour 
of an individual axle running down the 
track and suggests that whilst the fre- 
quency of the oscillation is directly pro- 
portional to the speed, the wave length 
remains constant. Observations have 
confirmed that because of the interaction 
of the axles and bogies, the friction 
between wheels and rails, the action of 
the body mass, and such design para- 
meters as, for example, the fore and aft 
and lateral stiffness and clearances of 
primary suspension components, the 
wavelength increases with speed and the 
increment of frequency rise is gradually 
reduced. This tendency is_ illustrated 
by the curves Fig. 2 which are rather 
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TYRE CONICITY, 1:40 TO 1:5 


WHEEL DIAMETER 3 ft. 
TYRE CONICITY 


1:20 


70 80 30. =: 100 0 10 20 


typical for the interdependence of speed 
and the excitation frequency of oscilla- 
tions emanating from the wheels. Re- 
sonance conditions will be encountered 
at speeds at which the natural frequency 
coincides with frequency of excitation. 


Effects of Wheel Wear 


For the case considered here resonance 
conditions relating to body nosing are 
likely to be faced with new 1 in 20 tyres 
and inclined swing links at speeds of 
42 to 55 m.p.h., with the empty, and at 
48 to 63 m.p.h., the fully laden vehicle, 
respectively. With vertical hangers these 
values will be reduced to 28 to 40 m.p.h. 
and 30 to 42 m.p.h. respectively. When 
considering the interaction between the 
natural frequency of the body on the 
swing links and the excitation emanating 
from the wheels, it should be noted that 
the frequency of the latter tends to in- 
crease with wheel wear. The latter 
results in increasing the effective tyre 
conicity particularly in the vicinity 
of the flange. If a section of some # in. 
to’ 4 in. adjoining the tread to flange 
radius is considered as representative 
in this respect, then it is possible to plot 


The bolster assembly of a Schlieren bogie illustrates an effective way of securing 
lower spring supports to bolster plank 
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30 40 50 60 
VEHICLE MILEAGE x 1,000 


70 80 90 ©6100 


Fig. 3—The wear of tyres in terms of connicity near flange 
as a function of coach mileage 


the approximate effective tyre conicity 
as a function of vehicle mileage as shown 
in Fig. 3. It will be noted that the wear 
increases at first fairly rapidly up to 
about 20,000 to 40,000 miles and then 
much more slowly. This means that 
the behaviour of the bolster must be also 
considered in terms of excitation due 
to tyre conicity increasing up to 1 in 10, 
particularly with vehicles operating at 
higher speeds when the mass effect of 
the body may aid the bogie and wheels 
to be displaced laterally still further so as 
to run in a more pronounced manner on 
the tread portion adjoining the flange. 
As it will obviously pay to keep the 
resonance speeds as low as possible and 
ensure that they are not encountered at 
operationally-important speeds, it is clear 
that the relevant design parameters must 
be considered in detail for every new 
vehicle design and that generalised 
recipes are out of place here. 


Rubber-bushed Rods Desirable 


So far as the general bolster design is. 
concerned it should be mentioned that 
particularly with power vehicles the use 
of check plates to deal with fore-and-aft 
forces has marred bolster spring per- 
formance in the vertical plane due to the 
action of friction forces. Here the use 
of rubber bushed rods securing the bolster 
to the bogie frame has proved to be 
desirable as this makes spring action 
less dependent on brake or tractive effort 
or the condition of the check plate 
rubbing surfaces. 

A further point is that with a suitable 
layout the use of rods will reduce the 
possibility of bogie pitching exciting 
fore-and-aft body oscillations. Gener- 
ally the traction rods are about 12-15 in. 
long for every inch of lateral bolster 
displacement. 

A point which is frequently overlooked 
is that with helical or other bolster 
springs having a lateral elasticity, it is 
necessary to prevent the excitation of 
lateral oscillations ‘** across ’’ the springs 
particularly as, with modern relatively 
soft springs, the natural lateral frequency 
of the assembly under load can be as 
low as 2 to 3 c.p.s. Frequencies of this 
order can be excited in service and felt 
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in the vehicle and to prevent this the 
top and bottom bolster bearers should 
be coupled together in the lateral plane, 
this arrangement also serving to reduce 
the spring stresses. 


The Use of Dampers 


To avoid unduly high oscillation ampli- 
tudes, particularly at resonance condi- 
tions, it may be necessary to make use of 
dampers. This consideration poses two 
questions ; i.e., what are unduly high 
amplitudes, and when are extraneous 
dampers likely to be called for? The 
first problem is bound up with considera- 
tions relating to riding qualities of 
vehicles which can be expressed in terms 
of frequencies and accelerations. The 
oscillation pattern of the vehicle can be 
analysed and expressed in these terms and 
the resultant evaluation should be instru- 
mental in accepting or modifying the 
layout, depending upon the magnitude 
of damping allowed for. A _ certain 
amount of damping is inherent with all 
designs and the damping factor D (1) 


| 





 —-—-————§ 


| 
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Ta (sec.) as well as the frequency f = 1/T, 
can always be readily obtained from the 
recorded data. 

To determine the damping it is necessary 
to know the absolute values of the 
amplitudes of two successive oscilla- 
tions. Here it should be noted that 
the horizontal axis is shifted up or down 
by the amount + k, where k (Ib.) is the 
inherent friction force, the mean line 
thus being represented by steps occurring 
at the points of maximum amplitude 
where the velocity is zero and the friction 
force changes its direction. The oscilla- 
tions are thus made up of a series of half- 
waves and the logarithmic decrement (1) 
relating to viscous damping is defined as :— 


e, eo Cn 
=log. =log. 
Oj | Ge on 

is ae 

It should be noted that the logarithmic 
decrement here refers to the amplitude 
ratios of the successive half-waves (180 
deg.) and not to the amplitudes of com- 


d=log.d =log.| — i ave 





Fig. 4—The pattern of decaying oscillations as affected by friction damping 


varies between very wide limits which are 
of the order of 0-05 to 0-5 of the critical 
damping. Variations of this magnitude 
can be present in the same vehicle type 
depending on the wear or lubrication of 
the relevant components. The actual 
values can be determined experimentally, 
for example, by placing the vehicle on a 
transfer table which is moved along and 
then suddenly brought to a stop, thus 
exciting iateral oscillations on the swing 
links (and roll on the springs). The 
nosing frequency may be ascertained by 
placing the vehicle on a turntable with 
its centre of gravity in line with the axis 
of rotation. The turntable is brought into 
motion and then suddenly stopped, thus 
exciting the natural frequency of nosing 
of the vehicle. 

The records of oscillation provide the 
natural frequency (as affected by the 
dampiftg force) as well as data relating 
to the magnitude of the damping forces 
inherent in the system. As shown on 
Fig. 4 the period of damping oscillations 


plete oscillations (360 deg.). It is pre- 
ferable to by-pass the influence of fric- 
tion by considering the sums or differ- 
ences of amplitudes. In this case :— 

Si — Se ay 3 
a ne sal 

Sz — S3 Ay 


A, 


(8) 


In this manner it is possible to dis- 
tinguish between the effect of viscous 
damping and the friction force. But con- 
sideration of an appreciable number of 
records has shown that the viscous and 
friction damping forces do not remain 
constant and because of this it will be 
advisable to determine the mean magni- 
tudes by a method of successive approxi- 
mations. 


Finding Mean Magnitudes 
For this purpose, the effect of friction 
is, to start with, neglected so far as the 
range of large amplitudes is concerned. 
In this case, the calculations provide a 
too high value of 5,. With the smaller 
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amplitudes, viscous damping is neglected, 
thus arriving at an unduly high value of 
k,. Introducing now 4, at the lower 
amplitudes, we obtain a too low value of 
k,. Similarly, making use of k, it is 
possible to calculate 5, for the larger 
amplitudes. This procedure is repeated 
until the too large and too small magni- 
tudes approach each other to an extent 
when it is possible to recognise the mean 
value (3). 


Simplified Procedure 


To simplify the procedure it will be 
advisable to make use of the following 
relations. For oscillations not influenced 
by friction forces o,= e, and o,= e; so 
that :-— 

$=€,/e, = C,/es 
=e, +e,/5 =e, (1 + 1/8) 
So = €, + €; = €, + €,/d = e2 (1 + 1/8) 
$ = s,/s, titi. « . & 
If the oscillations are affected by friction 
damping only then the successive ampli- 
tudes will be decreased by the amount 
corresponding to 2k and here :— 

ec; = i) + 2k 
e, —e; =e, + 2k —e, + 
e; — Cs S; — Se 4k 
2k = 3 (S,; — Se) = $ (Sa — Sn+1) (10} 

In practice both friction and a certain 
amount of viscous damping are present 
even if a hydraulic damper is not in use. 
If the friction force 2k is known, then in 
accordance with Fig. 4 and Eq. 7 the 
available viscous damping is :— 

S,;=€,+ C2 +- 2k 


2k = 4k 


S,=6,-+6,—2k=$ (e,+€:)—2k 
e€,+e.=s) —2k = ) (Se + 2k) 

§=(s, —2k)/(s.-+2k) . (11) 
But if the amplitude ratio 5 is known, it is 
possible to determine the friction force 
from :— 
s,—2k=98(s,4 2k) 

a ~ 

Thus it will be sufficient to evaluate the 
records in terms of the overall ampli- 
tudes s only. The method of procedure 
is illustrated by the diagram Fig. 5 
assuming that only four amplitude sums 
are available. Introducing the well- 
known solution of the differential equa- 
tion of damped oscillations in Eq. 7 we 
obtain :— 

d=zDo,/4 fo ea | > | 
where D is the damping factor, o, 
(radians per sec.) the natural frequency 
of the undamped oscillation and o, 
(radians per sec.) the natural frequency 
of damped oscillations. As the rela- 
tion between @, and mg can be expressed 
as :— 

WqgH=QMoV iI—D? 


‘ (14) 
Eq. (13) can be re-written :— 


so that:- 
l 


D= (15) 


Vv 1-+(x/d)? 
Detailed evaluations along the above 
lines presupposes well defined records. 
If these are not available, then the damp- 
ing factor can be ascertained approxi- 
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5 > 6 PER €0.(3) 
S; 


S; 
s? 2k, PER €Q.(i0) 


62 PER €Q.(il) 


2/2 PER EQ.(i2) 
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3 PER £0.(ii) 


2 ity PER £Q.(i2) 


Fig. 5—The sequence of evaluating records of oscillation decay 


mately on the basis of the number of 
oscillations to standstill. 

It is of interest to compare the results 
of calculations with experimentally-de- 
termined magnitudes. Thus, in a case 
of a bogie locomotive with f=12-47 in., 
b=1°:5 in., 1=83-25 in., and h=61°5 in., 
the value of r comes to 8-8 in. so that the 
lateral frequency of the body oscillating 
on the links is 1-055 cycles per sec. The 
actually-measured value was 1-04 cycles 
per sec., the damping factor being about 
D=0:06. In the case of railcars of a 
certain design, the calculated lateral 
frequency was 1 cycle per sec., whilst 
the experimentally determined frequency 
was only about 0-8 cycles per sec. But 
the damping factor reached values of up 
to D=0-4 which would reduce the 
frequency to 0-925 of the undamped value 
i.e. to about 0-9 cycles per sec. 

It should be mentioned that as far as 
body nosing is concerned the damping 
about the z axis should be about 0:3 to 
0-4 of the critical value. When running 
through curves, the unbalanced lateral 
force normally should not exceed about 


0.06 to 0:07g (1), but values of up to 0-1g 
are sometimes encountered in practice 
under steady conditions. Because of 
this the lateral bolster-to-bogie clearance 
should be not less than +0-Ir. unless 
use is made of additional centering 
devices. 

So far as design layouts are concerned 
detail components should be used along 
rational lines, each component being 
allowed to perform the basic function 
allotted to it. Thus swing links should be 
permitted to swing and dampers used to 
ensure damping. Friction at the upper 
ends of the swing links is frequently relied 
upon for the latter function but here 
the difficulty is to maintain it reasonably 
constant in the face of wear and possibly 
intermittent greasing. Excessive body 
amplitudes (*) sometimes encountered 
with some designs can be controlled with 
the aid of lateral centering springs 





* These are sometimes referred to as “ hunting” 
the term then being associated with violent body-to- 
bogie impacts while the approximately-sinusoidal 
motion of bogies and body down the track is considered 
by some as “ normal railway motion.” 
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preferably with a non-linear characteristic 
and here suitably shaped rubber units 
can be of great help, Fig. 6. 


Combined Oscillations (Swaying) 


In addition to the lateral and the 
rotational (about the z axis) oscillations 
of the vehicle body, particular attention 
must be paid to the combined oscilla- 
tions resulting from the action of lateral 
oscillation of the swing links and the 
body rolling on the bolster springs (1). 
These oscillations are made up of the 
lateral displacement through the distance 
e and roll through the angle 6 about a 
point frequently located at the level of 
the top of the bolster springs. The 
combined action will result in a motion 
represented by a roll about a point 
frequently located just above or below 
the rail level although cases are known 
when this point can be as low as 18 to 
24 in. below or 15 in. above the rail 
level, the low position signifying low 
lateral frequency due to long swing links. 

At the same time it must be pointed 
out that as the system has two degrees 
of freedom, i.e., lateral displacement and 
roll, there will be two natural frequencies, 
a lower one with the body swaying about 
a point near rail level, and a higher one 
with the body rotating about a point 
above the centre of gravity of the body. 
The theoretical aspects of these modes 
of body oscillations have been investi- 
gated by Borgeaud (4) and Zweifel (5), 
the latter considering swaying as affected 
by primary springs, swing links, and the 
secondary springs, while the former deals 
with the bolster system only. In accord- 
ance with Borgeaud, the natural fre- 
quency of swaying for vertical links, the 
effective length of inclined links or similar 
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Fig. 6—The characteristic of dividend swing links as used with German Federal, U.S.S.R., and Italian State coaches, 
and Belgian State Bo-Bo electric locomotive bogies, and of rubber cone assisted links as used with modified B.R. railcar, 
with Commonwealth-type coach bogies, and with B.R. double-bolster m.u. stock bogies 
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centring devices is obtained from :— 
1g@*—hy?( 9? + 4?) @o + hj*a_2e,? = 0 
Solving this quadratic equation: — 
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From the foregoing: w,.; = 435/32 = 
3-69 (radians per sec.) and f,,; = 3-69/2x 
= 0-59 (cycles per sec.) 





Wo 


Be hy? (@_?+ @,? ) + Vv [hi?(@_?+ @,? )]? 


— 477 h;? 0,702 


(16) 





The solution provides two values of 
sway frequencies ©, and @,, where Won 
refers to the higher frequency of the body 
swaying about a point well above floor 
level while w,,; is the lower frequency 
about a point near the rail level. The 
magnitudes of ©, @, @3, and a, i.e., 
the magnitudes of the natural frequencies 
of bouncing, lateral and roll oscillations 
can be readily derived with the aid of 
the equations Fig. 7. It will be noted 
that the determination of @, and a, 
does not present difficulties but to deter- 
mine @, it is necessary to know the 
distance h, between the point of rotation 
and the centre of gravity of the vehicle 
body. For diesel and electric locomotives 
designed for the British loading gauge, 
the centre of gravity of the body is 
approximately 6°5 ft. above rail level 
while for passenger coaches this value 
is about 5-8 ft. In the case of light- 
weight railcars with underfloor engines, 
the relevant value is about 5 ft., as com- 
pared with about 6 ft. for trailers. In the 
case of the previously-considered railcar 
trailer with the body weighing 12 tons 
and m = 12 x 2,240/32:2 = 765 Ib. sec.?/ 
ft. and a static defiection of the bolster 
springs of 3-5 in., ie., c = (12/35) x 
12 x 2,240 = 92,200 lb. per ft., the 
value of w,? is given as :— 

@,? = 92,200/765 = 120-5 

For an effective swing link length of 
f= 9-3.in., c: = (12/9'3) x 12 x 2200 = 
34,700 1b./ft. so that :— 

@,_” = 34,700/765 = 45-4 

The magnitude of h, is determined 
assuming that the point of rotation will 
be in the plane of the upper end of the 
helical bolster springs. In this case 
h, = 72 — 25 = 47 in. or 3-9 ft. and :— 

3? = 386/47 = 8-22 

To determine «,? it is necessary to 
know i in order to determine h,?. The 
value of i is that of the radius of gyration 
of the body about the longitudinal (x) 
axis through the centre of gravity. As 
no experimentally-determined data are 
available here, use must be made of 
calculated values which suggest that for 
modern a.c. electric locomotives built 
for the British loading gauge i = 3 to 
3-5 ft. while for diesel locomotives i = 3-3 
to 3-6 ft. With electric locomotives 
built for the Continental loading gauges 
i = 3-9 to 4 ft. For coaches the approxi- 
mate value is i 3-75 ft. and for the 
light railcars considered here i = 4 ft. 
Consequently h,? = h,? + i? = 3-9? + 4? 
= 31-2 and as / = 27-5 in. = 2:29 ft.:— 
5:25 x 120:-5—15-2 x 8-22 

31-2 

With these values it is now possible 

to determine®, : @,?= 


=16°25 


«,? = 





2i* 


and similarly :@ o>, = 3,415/32 = 10-35 
(radians per sec.) and f,, = 1-65 (cycles 
per sec.) 

Reference to Fig. 2 shows that reson- 
ance with the lower swaying frequency 
will be encountered at about 12-20 
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with 1 in 10 tyres. Because of this it 
will pay to keep f,,, high and the magni- 
tudes ensured by some successful designs 
are in the order of 1-8 to 2-5 cycles per 
sec., thus avoiding the possibility of 
resonance even at the highest speeds. 
As far as correlation of theory with 
practice is concerned, in one case the 
calculated values of f, ,= 0-5 and f,,= 
1:27 compared with experimentally- 
determined f,, = 0-7 and f,, = 1-4, 
while in service f,, was found to vary 
between 1:2 and 1-4 (cycles per sec.), 
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l w, —-hj @; 
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Fig. 7—Lateral and roll oscillations of vehicle body which combine to 
produce swaying 


m.p.h. As such low speeds are not 
likely to be operationally important, this 
condition need not be further considered. 
Resonance with the higher swaying 
frequency is likely to be encountered at 
about 120 m.p.h., ie., very much in 
excess of the maximum speed of 70 





- V 31-2454 + 16-25)? 


4 x 16 x 31:2 x 45-4 x 16:25 x 45-4 x 16°25 





31-2(45-4 + 16-25) 


2 x 16 


1,925 +™1,490 
% 32 


m.p.h. But as wear will increase the 
frequency of excitation, resonance condi- 
tions might be encountered at 60 m.p.h. 


In another case the calculated values of 
f.,=1-3 and f,,=2 compared with experi- 
mental values of f,,; = 1:25 and f,, = 
2-25 cycles per sec. suggest an agreement 
within about 10 per cent which is all that 
can be claimed for or expected here. 

The manifestation of swaying can be 
encountered with some modern vehicles 
as here the body oscillates laterally and 
rotationally at relatively high frequencies. 
These oscillations are superimposed on 
the vertical pitching/bouncing oscilla- 

(Continued on page 250) 
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Sealing Platform and Other Glazed Roofs 


Successful trials in the Southern Region with 
tape material impregnated with petroleum jelly 


Tape-sealed platform canopy at West Croydon Station 


GLAZED roofs are very hard to 
weatherproof. Putty, though effec- 
tive when first applied, deteriorates 
rapidly as the linseed oil it contains 
oxidises, leaving little else but Spanish 
whiting. Being hard and rigid, this tends 
to crack as a result of temperature 
changes, and is easily dislodged by the 
vibration caused by passing trains. 


Experiments with Other Materials 


As an alternative, cellulose and scrim 
were tried in British Railways, Southern 
Region. This proved superior to putty 
but, like it, lacked durability. Various 
metallic seals were also tested. Most of 
these, however, are prone to corrosion 
and are difficult to fit. 

It was found after applications in 
the Region that Sylglas, an adhesive 
tape, had none of these disadvantages. 
The material consists of a loosely woven 
cotton tape heavily impregnated and 


Applying Sylglas tape to roof of Stewarts Lane 


Depot, Southern Region 


coated on both sides with a paste-like 
petroleum jelly. This last is specially 
composed with a view to good adhesion, 
permanent plasticity, and imperviousness 
to water. The cotton tape is provided 
simply to facilitate application. The 
compound never hardens, even when ex- 
posed to temperatures from —80° C. to 
+90° C., so that it cannot crack. 

The tapes are made in rolls 30 ft. long 
and from 1 in. to 32 in. wide. The 
compound is also available in the form 
of impregnated jute cords, which can be 
used as a bedding strip for glass gutter 
joints and as insertion seal between the 
overlaps of corrugated sheets. For filling 
large gaps it is reinforced with cotton 
fibres, which make it self-supporting. 


Application 
The tape is unrolled over the joint and 
smoothed into position by hand. This 
can be done by two men. The left-hand 


« 


illustration below shows tape being 
affixed on the roof of Stewarts Lane 
Depot. 

The whole job can also be done by 
one man. No skill or special tools are 
required. It is necessary only to smooth 
the tape well into contact with the 
surface to which it is applied, as shown 
in the right-hand picture. 

Buildings in the Southern Region 
on which Sylglas has: been used include 
Lancing Carriage Works. 

The material has been developed by 
the Sylglas Co. Ltd., of 81, Knights Hill, 
London, S.E.27, which is now conducting 
long-term tests on a larger scale. 








Lateral Oscillation of Bogie Bolsters 
(Concluded from page 249) 


tions and because of this the provision 
of the necessary damping is difficult, 
particularly as an afterthought. Because 
of this, every effort should be made at 
the design stage to avoid the possibility 
of resonance conditions being encoun- 
tered at operationally-important speeds 
during the mileage between major over- 
hauls. 
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After laying over joint, tape is well smoothed down by hand. No 
further work is needed 
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Sudan Railways Main-line Diesel Locomotives 


English Electric Co-Co design with dynamic braking: 
charge-cooled diesel engine of 1,850 b.h.p. site rating 


A SHORT delivery period was one of 
the important terms of the contract 
undertaken by the English Electric Co. 
Ltd. last year, covering the supply of 15 
1,850-h.p. diesel-electric locomotives for 
the expanding system of the Sudan 
Railways. Already the first unit has been 
delivered to Port Sudan and others are 
ready for shipment at the works of 
the builders, Vulcan Foundry Limited, 
Newton-le-Willows, a member of the 
English Electric Group. 

Track in the Sudan is 3-ft. 6-in. gauge 
and all present main-line services are 
steam hauled. About a dozen diesel 
shunting locomotives in service are all 
powered by engines of English Electric 
Co. Ltd. manufacture, including the first 
locomotives supplied to the Sudan by 
that company in 1935. One of the major 
duties of the new 98-ton Co-Co loco- 
motives, which are designed to work 
singly the heaviest goods and passenger 
services, will be to haul cotton trains of up 
to 1,500 tons. These carry the main crop 
of the country from Khartoum and the 
interior to Port Sudan for shipment over- 
seas. The long continuous down grades 
to be encountered on the coastal routes 
with these heavy trains have necessitated 
the inclusion of dynamic braking as an 
addition to the locomotive specification. 


Leading particulars are as follow:— 
Wheel arrangement ... 


Gauge “— 
pee over buffer beams ats 
Overall height 

Overall width 

Bogie pivot centres ... 

Bogie wheelbase 

Wheel diameter, new 

Weight in full working order. 
Maximum permitted axle load 
Diesel Engine... i 

Site rating 


= 3 0 
# = 75 tons 
. 6.50 tons 
English Elecirie 12CSVT 
1,850 b.h.p. at 850 r.p.m. 
Maximum starting tractive effort ... 63,000 Ib. 
Starting tractive effort at 25 el cent 

adhesion .-» 55,300 Ib. 
Continuous rated tractive effort . 48,000 Ib. 
Percentage adhesion at continuous tractive “9 


effort 5 : 
Speed at continuous tractive effort | me 6 m.p.h. 
° . 45 m.p.h. 


Maximum service speed 
1,600 gal. 


Fuel capacity aie 

Brakes Vacuum on locomotive and 
train, rheostatic on loco- 
motive, 1,700 kW. 


Climatic conditions in the Sudan are 
severe; maximum shade temperatures of 
the order of 120°F., coupled with a 
relative humidity of 47 per cent have 
been recorded. The difficulty of design- 
ing a locomotive for operation under 
these conditions was increased by the 
fact that special air filters are necessary 
to protect the machinery from the effects 
of frequent heavy dust storms. On the 
diesel engine the problems of temperature 
and altitude (3,035 ft. maximum) have 
been overcome by the use of charge- 


cooling equipment and specially matched 
pressure chargers, to enable a site rating 
of 1,850 b.h.p. to be developed by the 12- 
cylinder vee-form 12CSVT unit when 
running at 850 r.p.m. The same design 
of engine has passed the 100-hr. type 
test to British Standard 2953, including 
two hours at 2,063 b.h.p. in each eight- 
hr. cycle. 


Two Cooling Circuits 


Cooling water leaving the charge 
cooler is pumped through the lubricating- 
oil heat exchanger, and an entirely sep- 
arate circuit deals with the engine jacket 
cooling system. The engine compartment 
is ventilated by motor-driven fans which 
draw air through louvres and filters 
high up in the sides and discharge down- 
wards close to floor level. Cooling air 
for traction motors is filtered separately 
and conveyed through ducting in the 
underframe and flexible bellows to each 
motor. 

A single control handle at the driving 
position regulates the power developed 
by the locomotive by varying the engine 
speed and the field excitation of the main 
generator. Movement of the control 
handle actuates a self-lapping air valve 
which admits air, at a pressure corres- 
ponding to the degree of handle move- 
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Diesel engine 
Main generator 
Auxiliary generator 
Main control equipment frame 
Control air equipment 
Generator field resistors 

9 Battery isolating switch box 

0 Exhauster % 


Compressor 

Radiator fan 

Radiator panels 

Radiator fan drive 

Traction motor ventilating blowers 
Driver’s brake 
Master controller 
Driver’s seat 











| | 
4812 29 35 


Handbrake 
Driver's locker 


Fire extinguishers 
Traction motors 
valve 26 Fuel tank 


orns 
Exhaust outlets 


Cupboard and tool box 








2090 2 17306 55 
Water header tank 
30 Deadman’s pedal 
Hotplate 
Brake holding valve 
Interior ventilating air filters and 
ducts 
Fuel transfer pump 


Diagram of the locomotive showing principal dimensions 





ment, to a spring-loaded piston control- 
ling the speed setting of the engine gov- 
ernor. Field excitation of the main 
generator is adjusted by a servo-regulator 
controlled by the governor. This varies 
the generator field strength in such a way 
that the load imposed on the engine is 
always equal to that corresponding to 
the set engine speed, irrespective of the 
road speed of the locomotive. The load 
regulator is also used to initiate field 
weakening of the traction motors so 
making full engine power available over 
the widest possible locomotive speed 
range. 

By means of the continuous speed- 
torque control, engine speed is con- 
tinuously variable from idling to full 
rated speed; the driver sets the power 
output to suit traffic requirements and the 
generator loading is automatically ad- 
justed to meet this demand. The engine 
never runs at a speed higher than that 
needed to produce the power demanded 
so that wear rate and fuel consumption 
are kept to a minimum. The same English 
Electric control system has been adopted 
for British Railways main-line diesel- 
electric locomotives. 

The six axle-hung nose-suspended 
traction motors are connected in three 
parallel groups of two in series, and the 
mid points of each pair of motors are 
connected together. The mid point 
connection is used in conjunction with 
relays to form a device which is sensitive 
to wheelslip, thus leading to an improve- 
ment in the adhesion of the locomotive. 
Warning of wheelslip is given to the 
driver by the energising of an electric 
bell in each cab. 


Dynamic Braking 


When the dynamic braking is used the 
traction motor fields are excited from the 
main generator and the output which they 
then generate is dissipated in resistance 
banks mounted in a removable roof 
section. The resistances have cooling 
air forced through them from two 
motor-driven fans mounted alongside. 
The driver can select the braking effort 
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One of the completed Sudan Railways locomotives prior to despatch from the 
works at Newton-le-Willows 


required to match the trailing load and 
road-speed conditions. The single power 
control handle described earlier also 
controls the dynamic braking. Automatic 
safeguards prevent excessive braking 
currents being developed in the upper 
speed range. 

A useful supplementary feature of the 
dynamic braking system is that the 
resistances are of sufficient capacity to be 
used in the sheds for checking that the 
engine is capable of developing full rated 
power; this is possible by making sep- 
arate connections from the main traction 
generator. 

A 12-in. brake cylinder for each wheel 
operates in conjunction with a Gresham 
& Craven augmented vacuum system 
which also controls the train brakes. 

The bogies, which are of cast steel, 
incorporate swing link bolsters and have 
under-slung equalising beams. The super- 
structure weight is transmitted to the two 
bolsters which in turn rest on laminated 
eliptic springs. The springs are carried 
by spring planks which are suspended 


A complete power unit with English Electric 12CSVT engine. Note charge 
cooler high on extreme left, also generator air-outlet ducting 


from the bogie frame by inclinded swing 
links. Each bogie frame is supported 
on four groups of coil springs which are 
carried on forged steel underslung equal- 
ising beams with the ends bearing on 
hardened steel slippers located beneath 
the Timken roller-bearing axleboxes. 

The full-width welded-steel super- 
structure between the two driving cabs 
contains the radiators, radiator fan, 
gearbox, power unit, dynamic brake resis- 
tance unit, motor-driven pressurising fans, 
batteries, and control cubicle. Each nose 
end compartment contains an exhauster 
and a traction-motor blower both of 
which are electrically driven. A 1,600- 
gal. fuel tank between the bogies is 
suspended from the underframe. 

Principal sub-contractors include:— 


Vacuum brakes Gresham & Craven 
Limited 

Air-Maze Limited 

British Timken Division 
of the Timken Roller 
Bearing Company 

A. W. Chapman Limited 

J. Stone & Co. (Dept- 
ford) Ltd. 


Air filters 
Axleboxes 


Seats 
Fire warning 








New OFFICES AT PADDINGTON.—Work is to 
begin soon on new offices at Paddington 
Station, British Railways, Western Regior , 
to provide improved inquiry and reservatio: 
facilities. The scheme involves demolitio: 
of existing temporary buildings between the 
departure approach road and No. 1 platforn , 
and replacement by a permanent two-store 
block: The new building will contain a ne 
passenger inquiry office opening direct!y 
from the platform and connected by a sho't 
stairway to the reservations office. Concer- 
tration of functions at present carried ov 
in different parts of the station, will affori 
an improved and more convenient servic’. 
A new ladies’ waiting room also will be 
provided. The stationmaster’s staff, who 
have occupied temporary accommodation 
since the original stationmaster’s office 
was damaged by bombing, will also move ‘9 
new quarters nearer the “* Lawn,” the name 
by which the circulating area is still known. 
The scheme was devised in the office of the 
Western Region Architect, Mr. H. E. B. 
Cavanagh, under the direction of the Chief 
Civil Engineer, Mr. M. G. R. Smith. 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. E. W. Arkle, Director of Traffic 
Services, London Midland Region, British 
Railways, has been appointed Chief Traffic 
Officer, British Railways Central Staff. 
He succeeds the late Mr. Frank Grundy. 


Lord Forster of Harraby, Q.C., Chairman 
of the Railway Staff National Tribunal, whose 
term of office has recently expired, has been 
Chairman of the Tribunal since 1940. Lord 


Photo:) 
Lord Forster 


Chairman, Railway Staff National 


Tribunal, 1940-60 


Forster was educated at Sedbergh School, and 
was Called to the Bar, Gray’s Inn, in 1919. He 
erved throughout the 1914-18 war in the 
Royal Artillery. In 1937 he presided over the 
Trinidad Labour Riots Commission. He 
1as been Chairman of the Industrial Court 
since 1946, and of the National Arbitration 
Tribunal since 1944. He was made Deputy 
Umpire under the Unemployment Insurance 
Act of 1935. Lord Forster was awarded a 
<.B.E. in 1948, and was created a Baron in 
he Birthday Honours last year. 


Mr. A. E. Flaxman, Commercial Officer, 
Western Region, British Railways, has been 
ippointed Chief Freight . Officer, British 
Railways Central Staff. 


Mr. H. Randle, Assistant Chief Mechanical 
& Electrical Engineer, Derby, London 
Midland Region, British Railways, has retired. 


t 
Mr. J. K. Cumming, Assistant District 
Sommercial Manager, Edinburgh, Scottish 
Region, British Railways, has been con- 


firmed as District Commercial Manager, 
Edinburgh. He has recently been occupying 
this position in a temporary capacity. 


Lord Chandos, Chairman, Associated 
Electrical Industries Limited, has been 
appointed President of the Locomotive & 
Allied Manufacturers’ Association of Great 
Britain for 1960. Mr. G. Collingwood, 
Managing Director, Vulcan Foundry Limited, 
has been appointed Chairman of the Asso- 
ciation. Lord Chandos and Mr. Collingwood, 


[Elliott & Fry 


respectively, succeed the Lord Nelson of 
Stafford, and Mr. G. T. Owen, who have 
held office for the past two years. 


Mr. G. A. Major, Secretary of Red & 
White Services Limited has been appointed 
Director & General Manager, from April 1. 


Mr. J. R. Legg, Freight Trains Assistant 
to the Chief Operating Superintendent, 
Scottish Region, British Railways, has been 
appointed District Operating Superintendent, 
Glasgow South. 


Mr. J. W. Ferguson has been appointed 
Manager & Chief Engineer, Locomotive 
Division, Tulloch Limited, Rhodes, New South 
Wales. He was formerly Chief Mechanical 
Engineer, Brush Traction Limited, England. 


Mr. F. G. Mitchell, Commercial Manager, 
Siemens & General Electric Railway Signal 
Co. Ltd., has been appointed Manager. 
Mr. H. H. C. Hedges, Accountant, becomes 
Assistant Secretary. 


Mr. C. E. Hollinghurst has been appointed 
Deputy Chief Engineer (Civil), Highways 
Engineering Staff, Ministry of Transport. 
Mr. J. A. S. Dakers succeeds Mr. Holling- 
hurst as Divisional Road Engineer, 
Metropolitan Division. 


Sir Ronald Morison, Q.C., Independent 
Chairman of the British Iron & Steel 
Federation, who, as recorded in our February 
19 issue, has been appointed Chairman of 
the Railway Staff National Tribunal is 59. 


Sir Ronald Morison 


Appointed Chairman, Railway Staff 


National Tribunal 


Sir Ronald Morison was educated at Win- 
chester and at Edinburgh University. He 
was Called to the Scottish Bar in 1923 and 
to the English Bar in 1940. He joined the 
Scots Guards in 1940, and became a Major 
and Deputy Judge Advocate in 1942. He 
was a member of the Industrial Disputes 
Tribunal from 1944 until 1954, when he 
became a Deputy Commissioner under the 
National Insurance Acts. He has been 
Independent Chairman of the British Iron 
& Steel Federation since 1955, and he will 
continue to hold this office. He became a 
K.C. in 1936, at the age of 35, and received 
a Knighthood, in the recent New Year 
Honours List, for political and public 
services. In 1944-45 he was Dean of the 
Faculty of Advocates. His appointment as 
Chairman of the Tribunal has been agreed 
to by the three railway trade unions and the 
British Transport Commission. Sir Ronald 
Morison’s selection was decided over two 
weeks ago, but the announcement of the 
appointment was delayed because of the 
railway strike threat. 





Mr. C. G. Page, M.C., Secretary to the 
London Transport Executive from 1947 to 
1950, whose death, on February 15, was 
briefly recorded in our February 19 issue, 
was born in 1885. After taking his B.A. 
degree at Cambridge, he was called to the 
Bar, Inner Temple, in 1910, and practised 
as a barrister until 1913, when he joined the 
Underground group of companies as Legal 
Assistant. During the 1914-18 war, he 
served with the Border Regiment and was 
awarded the M.C. After the war he was 
appointed Legal & Parliamentary Officer of 
the Underground companies. On the 


The late Mr. C. G. Page 


Secretary to the London Transport Executive, 
1947-50 


formation of the London Passenger Trans- 
port Board in 1933, he became Parliamentary 
Officer and he was appointed Secretary & 
Chief Legal Adviser in 1937. Mr. Page 
became Secretary to the London Transport 
Executive in 1947, and held this position 
until his retirement in November, 1950. 

The funeral took place at Golders Green 
Crematorium on Friday, February 19. In 
addition to family mourners the following 
were among those who attended the 
service : 

London Transport Executive 

Mr. A. B. B. Valentine, Chairman; Mr. 
L. C. Hawkins and Mr. Anthony Bull, 
Members ; Mr. R. M. Robbins, Secretary 
(also representing Mr. A. H. Grainger, 
Deputy Chairman and Managing Director); 
Mr. P. G. James, Chief Financial Officer ; 
Mr. S. G. Jones, Legal Adviser; Mr. Alex 
Webb (also representing Mr. F. G. Maxwell, 
Operating Manager (Railways); Mr. T. C. 
West, Estate Agent & Rating Surveyor 
Formerly L.P.T.B. 

Mr. H. S. Chapman, Mr. R. McDonald, 
and present and past members of the staff 
of the Secretary’s Office. 
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Mr. D. H. Watson, Assistant Secretary for 
Railways, New South Wales Government 
Railways, has been appointed Secretary for 
Railways, following the retirement of Mr. 
W. A. Anderson. 


Mr. Thomas Spooner Lascelles, M.I.R.S.E., 
Director of W. R. Sykes Interlocking Signal 
Co. Ltd., whose death on February 16 was 
briefly recorded in our February 19 issue, was 
Managing Director of that company, which 
he joined in 1909, from 1953 to 1954. He 
was first engaged on the construction of 
mechanical locking frames and signal fittings, 


then being manufactured for the company 
at the works of the Low Moor Company, 
Bradford. Later, he was concerned with the 
installation of block and track circuits 
and other electrical apparatus on railways, 
chiefly in the south of England, but also in 
Scotland and Ireland. After being in the 
drawing office and acting as Assistant to the 
late Mr. F. J. Sykes, senior, he became Signal 
Engineer to the company in 1927. In August, 
1942, he was appointed a Director & General 
Manager. He was closely connected with the 
work of the Institution of Railway Signal 
Engineers, which he joined in 1913. He was 
a Member of Council from 1925 to 1935, 
when he succeeded the late Mr. A. B. Wallis 
as Honorary Treasurer. In October, 1947, 
he became Honorary General Secretary & 
Treasurer and continued in that combined 
office until December 31, 1949, shortly 
afterwards being elected a Vice-President. 
From 1924 to the end of the 1939-45 war he 
had charge of the Institution’s library and 
was Honorary Editor of its Journal from 1936 
to 1947. He was President of the Institution 
for the year 1952-53. Mr. Lascelles was a 
member of the Three-Position Signalling 
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Committee appointed in 1922 and was active 
on other committees dealing with the 
Thorrowgood Bequest and the Institution’s 
examinations. He took an especial interest 
in signalling practice in other countries, 
on which he contributed papers to the Insti- 
tution’s proceedings. For many years he 
maintained correspondence with signal en- 
gineers and operating officers on the Con- 
tinent and elsewhere. Mr. Lascelles became 
Managing Director of W. R. Sykes Inter- 
locking Signal Co. Ltd. in 1953, and retired 
from this position in 1954. For many years 
he was a contributor to this journal on 


The late Mr. T. S. Lascelles 
Managing Director, W. R. Sykes, Interlocking Signal 


Co. Ltd., 1953-54 


matters of railway signalling and safety. Mr. 
Lascelles was in his 69th year. The funeral 
took place at the South London Crem- 
atorium, Streatham, on February 23. 
Mr. Frank Ellis, gave an address. Those 
present included : 
Ministry of Transport 

Colonel D. McMullen, Inspecting Officer 
of Railways. 
British. Transport Commission and British 
Railways Central Staff 

Mr. D. S. M. Barrie, Assistant Secretary- 
General, and Mr. D. S. Jewell, Assistant 
Signal Engineer (General). 
London Transport Executive 

Mr. R. Dell, Signal Engineer 
London Midland Region, British Railways 

Mr. E. G. Brentnall, Signal Engineer. 
Southern Region, British Railways 

Mr. W. J. A. Sykes, Chief Mechanical & 
Electrical Engineer; Mr. J.-F. H. Tyler, 
Signal Engineer. 
Institution of Railway Signal Engineers 

Messrs. D. G. Shipp, President ; W. Owen, 
Vice-President ; and R. J. Weedon, Hon. 
General Secretary. 


Messrs. M. W. Shorter, F. Sykes, 
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Mr. K. S. Martin 


Appointed Assistant Civil Engineer, 
Euston, L.M. Region 


J. Griffith-Hall, E. Turner, N. G. Kershaw, 
and other executives and employees of 
W. R. Sykes Interlocking & Signal Co. Ltd. ; 
Mr. F. L. Castle, Siemens & General Electric 
Railway Signal Co. Ltd. ; Mr. J. C. Kubale, 
Metropolitan - Vickers - G.R.S. Limited ; 
Messrs. T. J. Aldridge, and C. Sykes, West- 
inghouse Brake & Signal Co. Ltd. and 
associated companies ; S. Williams, Henry 
Williams Limited, representing also Integra 
A.G. 

Messrs. B. D. J. Walsh, Hon. Secretary, 
the Railway Club ; Lt.-Colortel E. Wood- 
house; Mr. P. H. S. Drew, representing 
Mr. B. W. C. Cooke, Editor, The Railway 
Gazette; Mr. H. A. Vallance, The Railway 
Magazine; Mr. Brian Reed ; Mr. C. Hamilton 
Ellis. 


AN APPRECIATION 
W.A.W. writes: 

T. S. Lascelles was one of the very few 
who could be absolutely relied upon, an 
attribute of even more than ordinary value 
in a man of such outstanding gifts and 
erudition as he possessed. His encyclo- 
paedic knowledge of all matters pertaining to 
railway safety was an asset to those who were 
privileged to call upon him to advise them 
technically. He was as well a good man in 
every sense of the word, and a true friend. 
He will be sorely missed. 


Mr. K. S. Martin, A.M.I.C.E., A.M.I.- 
Mech.E., A.M.I.E.E., District Engineer, 
Derby North, London Midland Region, 
British Railways, who, as_ recorded 
in our February 12 issue, has been appointed 
Assistant Civil Engineer, Euston, was 
educated at Kings College, Wimbledon. 
Mr. Martin began his railway career as a 
pupil to the late Mr. C. B. Collett, Chief 
Mechanicai Engineer, Great Western Rail- 
way, Swindon. After experience in South 
Wales Docks and at the locomotive drawing 
office, Swindon, he joined the Southern 
Railway, in 1938, in the Chief Engineer’s 
Department. He spent some years in the 
Signal & Telegraph, Bridges, and Outdoor 
Machinery Sections and at times held 
appointments as Works Assistant, Redbridge 
Works; Assistant to Divisional Engineer, 
Eastleigh; Production Assistant to Civil 
Engineer, Waterloo; and Assistant Divisional 
Engineer Woking. In 1952, Mr. Martin 
transferred to the Chief Civil Engineer’s 
Department at Euston as Permanent Way 
Assistant. During the time he was at Euston 
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he acted as Departmental Productivity 
Assistant on the London Midland Regional 
Productivity Committee and also attended a 
three-months course at the Administrative 
Staff College, Henley. He was appointed 
District Engineer at Derby North in 1955. 


Mr. Percy Morris has been appointed a 
Member of the Western Area Board, British 
Transport Commission. Mr. Morris was 
for 10 years National President of the Trans- 
port Salaried Staffs Association. He suc- 
ceeds Mr. P. T. Heady who completed his 
term of office on December 31. 


Mr. F. W. Young, Divisional Signal 
Engineer, Crewe, London Midland Region, 
British Railways, has been appointed 
Assistant to the Signal Engineer (Electrifica- 
tion). 


Mr. Patrick J. Levins has been appointed 
Assistant to the Vice-President, Purchasing 
Department, Canadian National Railways. 
He was previously Purchasing Agent, British 
Columbia District, at Vancouver. 


Mr. S. D. Nicholas, Liaison Officer, 
Port of London Authority, has been 
appointed Overseas Freight Agent, Leaden- 
hall Street, London Midland Region, British 
Railways. He succeeds Mr. B. W. Sabey, 
who has been appointed Sales Assistant 
(Freight) Liverpool Street. 


Sir Lionel Kearns has retired from the 
board of Tangyes Limited in order to reduce 
his commitments. 


We regret to record the death on Febru- 
ary 20, at the age of 73. of Sir David Pye, 
President of the Institution of Mechanical 
Engineers, 1952-53. He was Director of 
Scientific Research, Air Ministry, 1937-43. 


Mr. L. H. Davis, Lubricants Supervisor & 
Assistant to the Lubricants Manager, Scot- 
tish Oils & Shell-Mex Limited, succeeds 
Mr. W. J. Gooding, who has ‘retired as 
Lubricants Manager, Southern Division, 
Shell-Mex & B.P. Limited, Southampton. 
Mr. W. W. Harrow, Lubricants Supervisor, 
Dundee Branch, succeeds Mr. Davis. 


Mr. A. W. Paveley has been appointed 
Acting Manager, British Travel & Holidays 
Association’s office, Amsterdam. He suc- 
ceeds Mr. D. Coleman, who has been the 


- Association’s Manager in Holland for the 


past four years. Mr. Coleman will shortly 
become Manager of the South African 
offices in Johannesburg. The Association 
was previously represented in South Africa 
by the J. Walter Thompson Co. Ltd. 


TILLING GROUP APPOINTMENTS 


Mr. Stanley Kennedy, Chairman of the 
Tilling Group Management Board, retires 
on March 31. He is to be succeeded by Mr. 
Maurice Holmes. The following changes 
will also take place: Bristol Omnibus Co. 
Ltd. and _ its Associated Companies ; 
Mr. C. H. Pickett, who is already a Director, 
ne been appointed Chairman in place of 

Mr. S. Kennedy. Mr. T. W. H. Gailey, 
becomes a Director. Bristol Commercial 
Vehicles Limited, and Eastern Coach Works 
Limited: Mr. M. A. Holmes becomes 
Chairman of both companies in place of 
Mr. S. Kennedy; Hants & Dorset Motor 
Services Limited and Southern Vectis Omni- 
bus Company Limited: Mr. C. H. Pickett 
has been appointed a Director in place of 
Mr. M. A. Holmes who is retiring from the 
boards of both companies. Red & White 
Services Limited and United Welsh Services 
Limited: Mr. T. W. H. Gailey has been 
appointed Chairman in place of Mr. M. A. 
Holmes who is retiring from the boards of 
both companies. 


* Limited. 


The late Mr. J. Cave 


Gabriel & Co. Ltd., 
953-60 


London Manager, 
1 


Mr. J. Cave, London Manager of Gabriel 
& Co. Ltd. of Birmingham, whose death 
on February 15 was briefly recorded in our 
February 19 issue, was born in London in 
November, 1893. He was educated at a 
commercial college in London, and joined 
the former Metropolitan Amalgamated Rail- 
way Carriage & Wagon Co. Ltd. in February, 
1912. During the 1914-18 war he served in 
the Royal Navy. After the war he returned 
to his former company and was appointed 
London Representative in 1928. He served 
in Movement Control, Royal Engineers, 
from 1940 to 1941, and from December, 
1942 until January, 1946, he worked in an 
aircraft factory at Castle Bromwich, Bir- 
mingham. He moved to the London office 
of Metropolitan-Cammell Carriage & Wagon 
Co. Ltd. in 1946, where he remained until 
he joined Gabriel & Co. Ltd. in January, 
1953, as London Manager. 


Major I. C. V. Smith has been appointed 
a Director of Newman Hender & Co. Ltd. 


Mr. R. L. West has been appointed Home 
Sales Manager of Fisons Pest Control 
He is succeeded as Industrial 
Manager by Mr. A. R. E. Roberts.’ 


We regret to record the death, at the age 
of 80, of Prof. Dr.-Ing. Karl Maybach, for 
many years head of Maybach Motorenbeau. 
He was responsible for the first quick- 
running diesel railway oil engine, in the years 
1920-23 ; for the 410 b.h.p. engine used in 
the Flying Hamburger and similar trains, for 
the #resent MD railway oil engines of up to 
2,000 h.p.; and for the Mekydro hydraulic 
transmission. He had been in retirement for 
the past seven or eight years. 


THE INSTITUTION OF RAILWAY 
SIGNAL ENGINEERS 


The following names have been entered on, 
or transferred in, the register of the Institu- 
tion of Railway Signal Engineers :— 
Members: 

Mr. W. Wessel Hansen, Chief Signal 
Engineer, Danish State Railways. 

Mr. E. R. Pearce, Assistant Engineer, 
Western Australian Government Railways, 
Perth. 

Associate : 

Mr. W. H. Bradley, Supervisory Signalling 
Trainee, York, North Eastern Region, 
British Railways. 
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NEW EQUIPMENT AND PROCESSES 


Spray Train 


THE Mark III prototype sprayer developed 

by Fisons Pest Control Limited has been 
specially designed for use on British Railways. 

The train incorporates features suggested 
by the knowledge obtained from use of the 
Mark I prototype sprayer, which was built 
after three years’ research into weed prob- 
lems on British Railways. 

The Mark III has been specially designed 
for the efficient application of an insoluble 
weedkiller such as Weedex. The tankage is 
designed to give an initial homogeneous mix- 
ture and to maintain this throughout the 
spray operation at a standard concentration 
of 1 lb. Weedex in one gal. water. 

This concentrated suspension is fed through 
a metering pump (driven from the track) 
into the suction side of the main diesel- 
driven water pump, which supplies the vol- 
ume of water necessary for efficient spray 
coverage. Variations in dosage rate are 
achieved mechanically. 

Previous spray train practice of adjusting 
spray output to speed by variation of pres- 
sure has been the main factor in imposing 
a speed limited to about 20 m.p.h. by reason 


of the adverse effect of increased pressure on 
the physical quality of the spray. This gives 
rise to drift and the limited range of pressures 
through which any given set of nozzles—or 
even two sets of nozzles—can give satis- 
factory performance. 

In the Mark III prototype this difficulty 
has been overcome by metering the chemical 
proportionate to distance into a flow of 
water which is constant with time. Thus, 
the concentration of chemical in the final 
spray varies with speed, but the volume and 
physical quality of the spray remains constant. 


Adjustable Output 


A swath width lever, calibrated from 2 ft. 
to 23 ft., adjusts the chemical output to the 
width being sprayed by operating a Stephen- 
son link motion interposed between crank- 
case and cylinder block of the metering pump 
to regulate length of stroke. 

Water output can be independently varied 
within the limits imposed by spray quality 
to economise water at slow speeds or to add 
weight to the spray at high speeds if necessary. 

At 20 m.p.h. the spray volume is 80 gal. 
ri acre, equivalent to 140 gal. per mile by 
144 ft. 

The Mark III is technically efficient through 


a speed range of 1 to 30 m.p.h., which shows 
a marked improvement over present spray 
trains with a top speed of 20 m.p.h. and a 
noticeable fall in quality of application 
below 10-12 m.p.h. 

While the weed pattern is randomised 
through the length of track, it is more con- 
stant across its section, the infestation being 
greatest in the cesses, diminishing inward. 
To enable the chemical dosage rate to be 
adjusted to this pattern of intensity. the 
nozzle equipment is divided into two inde- 
pendently-controlled sections, one to cover 
the track, the other to cover the cess. A 
dosage differential of up to 100 per cent is 
possible. 

The spray coverage of cesses up to 7 ft. wide 
is effected by long-throw nozzles—adijustable 
for swath and elevation—which are always 
within gauge. Cut-off is immediate by 
easily operated valves. 

This gear replaces, with greater efficiency 
and adjustability, the traditional and un- 
wieldy retractable sidebooms, and with the 
spotlights fitted to the coach, night spraying 
is made both possible and safe. 

In the design of the Mark III, considerable 
care has been taken to ensure precise control 
for the most economical use and proper de- 
ployment of chemical, without the compli- 
cation of adjusting the strength of the con- 
centrate, which remains standard for all 
spray operations. 

Deviations from standard dosage rates are 
obtained by setting the swath width lever at 
the required differential in relation to the 
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actual swath sprayed, as shown in the table 
below. 


Weedex 
Dosage Rate 
obtained 


Differ- 
ential 


Swath 

Lever 

Setting 
15 ft. 15 ft. 
15 ft. 12 ft 
134 ft. 164 ft. 


Actual 
Swath 


10 Ib. acre 
8 Ib. acre 
12 Ib. acre 


When the track is reasonably clean but the 
cess is carrying a heavy infestation, the stan- 
dard dosage rate of Weedex, 10 Ib. per acre, 
can be re-deployed to give a preventive or 
lower dosage rate on the track and double 
dosage rate on the cess. This is done without 
increasing the overall consumption of chem- 
ical by duplicating the cess nozzle with the 
swath width lever set for the actual width 
sprayed. 

The actual chemical usage on any stretch 
of track can be checked at any time from the 
record board and the gauges on the con- 
centrate tanks. 

Operation and daily maintenance are 
simple. A plant operator with two mates 
can spray a hundred miles of track a day, 
including the handling of chemical, which for 
this distance, would be in the region of 
1,750 Ib. 

Performance data are as follow :— 
Output 100 miles per day 
Spray swath . 2-23 ft. 

Spraying speed Up to 30 m.p.h. 

Chemical storage 1} tons 

Water storage 6,900 gal. 

Operation 1 plant operator 
and 2 mates. 

Further details can be obtained from the 
manufacturer, Fisons Pest Control Limited, 
Harston, Cainbridge. 


Rail Wear Measurement 


UNTIL now, instruments designed to 

measure the extent of rail wear have 
required much accurate and time-consuming 
manual work and all measuring functions 
have had to be transferred to a drawn 
section to clarify location and character of 
the wear. 

These factors have caused the Stockholm 
Underground to develop a photographic 
meastiring device consisting of an underlying 
support attached to the rail foot on the fixed 
measuring spots, and a _ superstructure 
equipped with a camera and lighting. The 
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support can be adapted so that it can be left 
in place when trains are passing. 

When measurements are made, the upper 
part with the camera is pressed down on two 
guides over the rail on the support. Thus, 
the camera photographs the rail-head at the 
same time as a plate, with a given clearance, 
surrounds it. The plate can be changed to 
suit different rails. 

The reference holes in the plate afford 
control of the scale of the photograph. 
When the upper part of the apparatus has 
been pressed down, two control lamps are 
switched on to illuminate an indicator show- 
ing measuring number and date of record. 

Opposite the camera, the plate surrounding 
the rail is illuminated by a battery-fed 
photo-light. On exposure, the transmission 
reproduces the rail-head by a “ light-gap,” 
the size of which depends on the extent of 
wear. 

Advantages of this instrument are speed, 
accuracy, and the ease with which it can be 
handled after simple instruction by _per- 
manent way staff. No drawing work is 
required; negatives are directly used to show 
and measure rail wear. They are easily filed 
for statistical purposes. 

The method is also labour-saving: it has 
been proved that the total work done with 
one measuring point is only about one-fourth 
of that necessary with conventional agents 
and drawings. Accuracy is about + 0.2 mm. 

Further details can be obtained from Mr. 
Nils Lundén, Permanent Way Engineer, 


Aktiebolaget Stockholms Sparvagar, Tegner- 
gatan, 24, Sweden. 


Stockmarkers 


ABI self-sticking stockmarkers can be 
used on any clean, flat surface and need 
no nails, screws, glue or other fixative. They 
ensure quick, easy, positive identification. 
Further details can be obtained from the 
manufacturer, Precision Components (Bar- 
net) Ltd. 13, Byng Road, Barnet, Herts. 


Noise Reduction 


j-in.- 


APPLIED on L.C.C. ambulances, 
thick light-density Rubazote Expanded 
Neoprene has been used for noise reduction 
in cabs. 
Rubazote Expanded Neoprene is a develop- 
ment of Rubazote (soft expanded rubber), 
with which it shares a closed-cell structure. 


It is oil- and petrol-resistant. It will also 
withstand temperatures from -40 deg. F., 
to 158 deg. F., and offers improved ageing 
properties when exposed to natural light. 
It is claimed to be particularly suitable for use 
in exposed situations adjacent to heat sources, 
or where there is a risk of contamination. 
Further details can be obtained from the 
manufacturer, the Expanded Rubber Co. 
Ltd., Mitcham Road, Croydon, Surrey. 


F 
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Institution of Railway Signal Engineers 
Planning of telephone system for British Railways 


A paper entitled ‘“‘ The planning of an 
integrated telephone system for British 
Railways *’ was read by Mr. W. J. Hills, 
British Railways, Central Staff, to the Institu- 
tion of Railway Signal Engineers at a recent 
technical meeting. The subject dealt with by 
the paper was discussed editorially in our 
February 5 issue. Much information was 
given on the methods already used by 
Continental railways and British postal 
authorities. 


British Railways Telephone System 

As to British Railways’ existing telephone 
system, Mr. Hills states, little in the way 
of main trunk cables is in use at the present 
time and the scheme for electrification will 
in many places enable cables to be installed 
at reasonable cost. Some isolated automatic 
telephone exchanges already exist and the 
more modern of these have been installed 
with a view to incorporation in an integrated 
scheme without much modification. There 
are approximately 450 exchanges, mostly of 
the manual type, in the present telephone 
system and the proposals are that allowance 
should be made for an ultimate maximum of 
1,000. The paper described, in considerable 
detail, the various methods that could be 
used for dialling and numbering, and the 
proposals made by the telephone consultants 
are discussed at length. 


New Apparatus 


Some of the latest apparatus to be included 
in the integrated telephone system was also 
described. A new telephone instrument 
known as Telephone No. 706, recently 
standardised by the G.P.O., incorporates a 
new transmission circuit and a new physical 
design. Tests with the telephone handset 
on short lines have shown that the increased 
efficiency of the transmission circuit causes 
received speech to be too loud and an 
automatic regulator circuit has been incor- 
porated. This. regulator introduces a 
variable loss which is arranged to be a 
maximum on short lines, tapering off as the 
line length increases. With regard to auto- 
matic telephone exchange equipment, this 
is now manufactured by all telephone con- 
tractors to G.P.O. specification and a number 
of these exchanges have already been 
installed on British Railways. 


Cordless Type Exchange 

Recently a new cordless type exchange has 
been developed which dispenses with the use 
of cords, plugs and the associated jack field. 
The operating technique of these cordless 
switchboards is quite different, involving the 
pressing of a key to associate the operator’s 
telephone with a calling line. It is claimed that 
the operator’s work is greatly reduced with 
this type of switchboard and much more 
efficient operation is possible resulting in 
fewer operators being required. A _ switch- 
board of this type is shortly to be installed 
in the new B.T.C. headquarters building at 
Marylebone. 

Mr. Hills explained that at the time of 
preparing the paper the scheme prepared by 
the consultants and the various alternatives 
suggested were under active consideration by 
British Railways. With a project of this 
magnitude envisaged, very careful thought 
must be given to such matters as the number- 
ing schemes, number of digits to be dialled 
and other considerations. Once these basic 
matters have been agreed it is possible to 
proceed with the detailed design of the 
system on a regional basis. 

The following members and visitors joined 
in the discussion on the paper: Messrs. 
J. F. H. Tyler, S. H. Barrs, S. D. Jones, 


P. W. Hanstock, W. K. H. Dyer, N. C. 
Smart, G. H. Townsend, R. W. H. McCall, 
J. Boura, D. M. Clarke, E. Dyson, A. N. 
Stacy, R. Townsend and Dr. A. Rosen. 








Speedometers for B.R. 
Steam Locomotives 


British Railways is fitting speedometers 
to 1,007 of its steam locomotives which 
haul fast long-distance passenger and freight 
trains. These locomotives have been selected 
to be equipped with speedometers because 
they will be kept in service for some time 
to come, whereas much of the steam power 
used for shorter-distance and suburban 
services will be displaced within two or three 
years by electric or diesel traction. The 
speedometers should be installed in these 
locomotives by the end of this year. 


Help in Deceleration 


Electric, or diesel, locomotives and trains 
are capable of higher overall maximum and 
average speeds than steam engines, and train 
services will become faster generally as there 
is a progressive changeover from steam 
power. Speedometers will help steam drivers 
to maintain these faster services, and will 
be of particular assistance when slowing 
down from high speeds to observe speed 
restrictions, which are significant limiting 
factors in adhering to fast train schedules. 

Speedometers are part of the standard 
equipment of all main-line diesel or electric 
locomotives and trains introduced under the 
railway modernisation programme, and they 
have been fitted to all British Railways 
steam locomotives built since 1952, whether 
for passenger or mixed traffic duties. Some 
200 steam locomotives of various types built 
by the former railway companies are also 
equipped with speedometers. 

Most of the instruments needed to equip 
the 1,007 steam locomotives have been order- 
ed from J. Stone & Co. (Deptford) Ltd., 
who supplied 936, and Associated Electrical 
Industries Limited, who supplied 56. 








More Holiday Tickets on 
British Railways 
The discount on the cost of the ordinary 
return fare afforded by British Railways 
mid-week return tickets is to be increased 
from 4s. to 5s. in the £ this year. 
A new facility for holidaymakers is the 


* rail- -rover ’ tickets. New 
“West of England’ and “ Freedom of 
Wales” rail-rover tickets are to be issued 
in addition to the all-line and Regional rail- 
rover tickets which were available last year. 


Mid-week Tickets 

The additional discount for mid-week 
travel is being introduced as a further 
encouragement to passengers to travel at 
off-peak times when there is more room. 
Reductions will also be made in the 
charges for dogs, bicycles, and perambu- 
lators, which the holders of mid-week tickets 
take with them. 

Tickets are issued from May 3 to Octo- 
ber 27 for outward travel on Tuesdays, 
Wednesdays, and Thursdays, between any 
two stations 100 miles or more apart. The 
return journeys can be made on the corre- 
sponding days in either of the two weeks 
following the week of departure. 


extension of 
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Available during the period March 1 to 
October 31 rail-rover tickets allow for 
seven days’ unlimited travel in each of the 
areas covered. The new “ Freedom of 
Wales,” and ‘“ West of England ” rail-rover 
tickets will cost £5 second class, and £7 10s. 
first class, and will cover journeys throughout 
Wales and the Welsh Border counties, 
and Somerset, Devon, and Cornwall, 
respectively. 

The all-line rail-rover ticket costs £16 
second class or £24 first class, and is avail- 
able on the Clyde Coast and Loch Lomond 
Steamer Services operated by the Caledonian 
Steam Packet Co. Ltd. 








Automatic Warning System 
in Southern Region 


British Railways, Southern Region, will 
begin operating the automatic warning system 
of train control (A.W.S.) on the 85-mile 
Exeter-Salisbury route on March 6. On these 
non-electrified lines the basic equipment is 
entirely of the British Railways standard 
design used elsewhere except in the Western 
Region, and as described in our February 14, 
1958, issue, when it was known as auto- 
matic train control. Further details were 
given in our editorial article on January 16, 
1959. 

The introduction of A.W.S. on _ the 
Southern Region is part of a 15-year pro- 
gramme of development for its adoption on 
all main lines throughout the Region. 
During the three remaining years of the first 
five-year plan, track installations will be 
extended from Salisbury to Waterloo, and 
north from Bournemouth on the route via 
Southampton to the junction at Basingstoke 
with the first-mentioned route. A total of 71 
A.W.S. track installations have been neces- 
sary to complete both up and down lines 
between Exeter and Salisbury, and many 
others have been made on the Bournemouth 
line which should be completed to Basing- 
stoke by the middle of 1961. 


Second Five-year Plan 


The second five-year plan beginning in 
1963 probably will include the adoption of 
A.W.S. on the Portsmouth line from the 
junction at Woking, and certain routes out 
of Charing Cross; priority for installing the 
system will favour lines which still have 
only semaphore signalling. 

Use of the standard permanent- and 
electro-magnetic equipment on third rail d.c. 
electrified lines has been the subject of 
extensive tests conducted by the British 
Transport Commission. For this purpose 
sections of line have been chosen where 
return currents are known to be heaviest, 
to give a basis for the examination of inter- 
ference by the magnetic fields set up around 
running and conductor rails. Such tests have 
included shielding of the receiver on the 
vehicle with soft iron and reducing its sensi- 
tivity, also positioning it away from the 
influence ef traction motors. 

It is expected that any final modifications 
to the equipment of the standard B.R. system 
will be of a relatively minor nature so that 
progress with installation work should not 
be slowed as the electrified areas closer to 
London are reached. 

For wiring from signalboxes, the Region 
has adopted a system of self-supporting 
aerial cables in preference to normal control 
lines on telegraph poles. Also, glass fibre 
has been chosen for junction-hoxes on the 
grounds of economy in cost and its resistance 
to fire and ‘condensation. All track 
installation work is being carried out 
under the direction of Mr. J. F. H. Tyler, 
Signal Engineer, British Railways, Southern 
Region. 
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New Civil Engineering Depot 
for Bristol 


A new civil engineering central depot for 
the Bristol district is to provided at 
Ashton Gate by the Western Region of 
British Railways. This is part of British 
Railways’ modernisation plan. 

The new depot will cover the activities 
now carried on at the existing mechanics 
depot at Pylle Hill, the plant depot at St. 
Philips Marsh, and the bridge depots at 
Bath Spa and Bathampton. This last site 
will be retained for the stocking of heavy 
bridge material. 

The plan provides for a large concrete 
portal frame building with brick walls and a 
pitched roof to accommodate workshops and 
stores, served by a new rail siding and paved 
roads. Other smaller buildings containing 
offices and a messroom will be erected, to- 
gether with a sawmill, cement store, plant 
store, and a garage. In addition, there will 
be a stacking area of approximately 20,000 
sq. ft. adjacent to two new sidings and 
paved roads. 

Concentration of the functions of the 
existing outlying depots at one central site 
will facilitate the more efficient working of 
the District, achieve economies in staff 
costs, and considerably improve the working 
conditions of the staff. 


Ticket Office Mechanisation 
at Euston, L.M. Region 


On February 22, a modernised and com- 
pletely re-equipped ticket office came into 
use at Euston Station on the London Mid- 
land Region of British Railways. Situated 
near the entrance to the Great Hall, this 
new office represents the completion of the 
second of a three-stage scheme for the 
complete mechanisation of all ticket-issuing 
at Euston. 

The main features of the new office are the 
five Multiprinter machines—each capable of 
printing and issuing 1,260 different kinds of 
tickets. In addition to printing and dating 
tickets, the machine records details of each 
issue for accountancy purposes, thus obvia- 
ting the need for a considerable amount of 
clericat work. Manufactured by the German 
company, A.E.G., the machines have been 
supplied by Westinghouse Garrard Ticket 
Machines Limited. 

Completely redecorated and refurnished, 
the new office incorporates a wide range of 
furniture and fittings specially designed for 
British Railways for use in modernised 
ticket offices. 

The third and final stage of this ticket 
office mechanisation scheme involves the 
re-equipment of the main booking office, 
which is also to be provided with five Multi- 
printer machines. When the scheme is 
completed later this year, Euston station will 
be the first London terminus to have fully 
mechanised ticket-issuing facilities. 


Staff and Labour Matters 
N.U.R. Wage Claim 

Following the discussions which took place 
at the Ministry of Labour on Friday, 
February 12, as a result of which the N.U.R. 
withdrew its strike notices, a meeting of 
the Railway Staff Joint Council (General 
Section) attended by the N.U.R., A.S.L.E.F. 
and TYS.S.A. was held on Thursday, 
February 18, when the schedules of new 
rates of pay covering railway salaried and 
conciliation staff and certain miscellaneous 
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grades normally associated with conciliation 
staff resulting from the application of the 
5 per cent interim increase were circulated 
and agreed by the unions. 

The new rates of pay in the case of weekly- 
paid staff will be paid in week ending 
March 12, 1960, and arrears of payment 
from January 11 will be included in the pay- 
bills at the earliest possible date thereafter. 

The N.U.R. has now indicated that, 
having regard to this interim settlement and 
to the imminence of the issue of the report 
of the Pay Review Committee, the union is 
not proceeding with the claim for a sub- 
stantial increase in rates of pay to the 
Railway Staff National Tribunal. 


Pay Increase for L.T.E. Underground Staff 


On February 22, the London Transport 
Executive agreed with the three railway 
unions to pay to the 18,000 London Under- 
ground train and clerical staff an increase of 
5 per cent, back-dated to January 11, to 
bring them into line with the recent settle- 
ment on the main lines. 

The Executive has asked for an early 
meeting with the National Union of Rail- 
waymen to discuss how the Executive’s 
confidence can be restored in the willingness 
of the union’s executive to keep to the pro- 
visions of its agreements. Strike notices had 
been issued recently, although the negotia- 
ting machinery for London Underground 
wages had not been exhausted. 

A letter was sent on February 15 to Mr. 
S. F. Greene, General Secretary of the 
N.U.R., by Mr. A. H. Grainger, Deputy 
Chairman of London Transport, expressing 
great concern that, for the third time in 
recent years, the union had issued strike 
notices to its London Transport members in 
clear breach of agreements freely negotiated. 

The letter recalls that the matter was dis- 
cussed after the last occasion in January, 
1955, and afterwards, the late Mr. J. S. 
Campbell, then General Secretary of the 
N.U.R., had written that he had been in- 
structed by his executive to say that the 
union was prepared in future to honour 
agreements between the union and London 
Transport. 

The third of the occasions referred to by 
Mr. Grainger was the Christmas strike threat 
of December, 1953. 

It is understood that London Transport 
intends to ask the N.U.R. what it proposes to 
do to prevent breaches of agreement occur- 
ring again. 

London Transport is not directly affected 
by the Guillebaud pay review, but it was 
agreed in 1958 that the Executive with the 
unions, would review London Transport 
wages in so far as they were affected by 
changes on British Railways. 


National Council for the Omnibus Industry 

The National Council for the Omnibus 
Industry at its meetings on February 17 and 
18 heard the replies of the employers’ side 
to three claims which the trade union side 
had presented on December 22, and four 
claims which the employers’ side previously 
rejected but which the trade union side had 
said still stood. 

The employers’ representatives, having 
regard to the great magnitude of the cost of 
the claims taken together, offered to refer 
to a committee of the Council consideration 
of three of the claims, namely, those relating 
to a reduced working week, one-man oper- 
ation, and skilled maintenance workers, but 
rejected the other four: for a pension 
scheme, a sick-pay scheme, the abolition 
of standing passengers in double-deck buses 
with more than 56 seats, and a claim for 
increased wages. 

The trade union side was not prepared to 
agree to this limited reference and indicated 
that the matter would require further serious 
consideration on its part. 


Parliamentary Notes 

Discussion on Future of the Railways 

After Mr. R. A. Butler, Leader of the 
House of Commons, had announced business 
on February 18 for the following week, 
Mr. D. L. Donnelly (Pembroke—Lab.) 
suggested that the Government could no 
longer postpone a debate on railways. 
Mr. P. Collick (Birkenhead—Lab.) asked 
whether the Government had any proposals 
to put before the House for putting the 
finances of the B.T.C. on a sound basis. 

Mr. Butler said that this was a point very 
much in mind, but he could not make a 
further statement. 

Mr. E. Shinwell (Easington—Lab.) drew 
attention to the back-bench Conservative 
motion calling for an inquiry into British 
Railways, and to the amendments to it 
proposed by himself and other Labour 
Members. He wondered whether the 
Government contemplated making a state- 
ment, apart from the question of an inquiry. 

Mr. Butler replied that Government 
wished to make a statement in due course, 
about the railways and the plans for the 
future. 


Proposed Inquiry into Railways 

The text was given in last week’s issue, 
of the motion tabled on February 15, by 
some Conservative Members who seek 
an inquiry into British Railways. Mr. E. 
Shinwell (Lab.—Easington) and Mr. G. 
Wigg (Dudley—Lab.) tabled an amendment. 
The motion calls for an inquiry to 
make recommendations on “the ability 
of a modernised railway system to give 
efficient service to the public at competitive 
rates *’ and for the “ hiving off, and, where 
necessary, disposal of all railway properties 
and activities superfluous to the operation 
of a modern railway system.” The amend- 
ment is for omission of the words “ at 
competitive rates’ and of the reference to 
** hiving off.” The amendment also “ calls on 
the Government to recognise the rights of 
all M.P.s to receive full information about a 
dispute gravely affecting the interests of the 
travelling public and the employees of the 
B.T.C. and to make a full statement to 
Parliament on the recent dispute and the 
negotiations which brought about a settle- 
ment.” 


Labour Proposal for Inquiry 

Over 30 Labour Members headed by Mr. 
Frank McLeavy (Bradford E.—Lab.) have 
also placed on the Order Paper an amend- 
ment to the Conservative motion, proposing 
the appointment of a committee representa- 
tive of both sides of industry to inquire into 
and report upon the whole problem of 
transport on the following terms of reference: 
“To make recommendations as to the 
best means of placing British Railways 
upon a financial basis which will enable 
them to pay their way, provide a first-class 
service to industry and the travelling public, 
and provide such terms and conditions of 
employment as will attract the right type 
of personnel; to examine and report upon 
the best method of obtaining a substantial 
increase in road-rail co-ordination so as 
to reduce the volume of traffic upon the 
roads and lower the loss of life and 
injuries caused by road accidents; and to 
examine and report upon the financial 
difficulties of road passenger transport, 
the decline in rural and urban services, 
and the contribution which such services, 
if improved, could make in relieving the 
congestion of private cars upon our roads.” 


Construction by Railway Workshops 
Mr. John Baird (Wolverhampton N.E. 
—Lab.) asking leave in the House of Com- 
mons on February 16 to bring in a Bill to 
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enable the B.T.C. to manufacture and repair 
locomotives and rolling stock for use other 
than by the Commission, said that a large 
number of locomotive shops would be 
closed and staff dismissed under the modern- 
isation plan. The manufacture of new diesel 
engines was to be undertaken to a great 
extent by private enterprise. There was much 
disquiet in railway workshop towns: Crewe, 
Swindon, Wolverhampton, and Darlington. 
His Bill would strengthen British Railways 
by giving them an opportunity to go into 
the markets of the world and use their 
highly skilled labour and equipment to sell 
their goods. 

Mr. William Shepherd (Cheadle—C.), 
opposing the motion on the grounds of 
national interest and of the interest of the 
Commission, and because the Bill was 
causing grave anxiety in the 50 or more 
private enterprise workshops which had been 
established to make these goods. Even if the 
Commission started to make locomotives 
for export, he stated, it would have to go to 
existing private manufacturers for as much 
as two-thirds of its requirements. Locomo- 
tive manufacture played a very small part in 
the sum total of work done in railway 
workshops. Some people might say it 
accounted for 6 per cent and others would 
say about 10 per cent, but at any rate it 
could safely be said that 90 per cent of 
railway workshop work related to mainten- 
ance and not to new construction. 

Mr. David Price (Eastleigh—C.): Why is it 
against the national interest for a heavy 
engineering shop to take up slack as any 
commercial engineering works is free to do? 
The Commission is not allowed to do this. 

Mr. Shepherd: There is no basic reason 
why capacity should not be used, except in 
providing the equipment necessary to make 
new locomotives the Commission will be 
providing equipment which will not be 
required in a few years’ time, when we have 
carried out most of our modernisation 
programme. This is a question not of 
nationalisation, but of sound business 
judgment. It is essential that we should 
condition the size of our manufacturing 
plants to suit our requirements. The private 
manufacturers of locomotives have had to 
depend almost entirely upon export orders 
for the past 30 years. It is exceedingly 
difficult now for private manufacturers to 
sell locomotives overseas. 

The House divided, and leave to introduce 
the Bill was refused by 189 votes to 135, 
the majority consisting of Conservatives and 
Liberals, and the minority Labour, except 
one Conservative, Mr. David Price (East- 
leigh—C.). 


Questions in Parliament 
Cancellation of Cup Tie Specials 

Mrs. Barbara Castle (Blackburn—Lab.) 
asked the Minister of Transport on February 
18, in view of the failure of the B.T.C. 
by the cancellation of a large number of 
trains during the coming weekend to dis- 
charge its obligations under section 25 of the 
Transport Act 1953, to provide railway 
services having due regard to the needs of 
miscellaneous public, whether he would give 
a general directive to the Commission not to 
cancel any passenger services already 
announced. 

Mr. Ernest Marples: No. This is a matter 
of management which is the responsibility 
of the Commission. Nor can I accept the 
implication in the question about a failure to 
discharge a statutory obligation which also 
includes the obligation to have due regard to 
the needs of agriculture, commerce, and 
industry. 

Mrs. Castle: The provision of cup-tie 
specials is one of the services which the 
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British public have a right to expect from their 
railways. Have we not reached a ludicrous 
situation when British Railways has to turn 
away traffic owing to shortage of staff ? 
Does not the responsibility lie squarely on the 
Government, which has refused to help the 
Commission to pay the necessary living 
wages to enable it to get its staff ? 

Mr. Marples: The regular services for 
passengers, agriculture, commerce, or indus- 
try must come first. These speculative and 
occasional operations should be provided 
when they can be but, in the recent cold spell, 
it has been necessary to move coal much 
more quickly than in the past few weeks. 


Channel Tunnel 
Mr. W. Teeling (Pavilion, Brighton—C.) 
asked the Secretary of State for Foreign 
Affairs on February 17 what consultations 
he had had with the French Government 
concerning a Channel Tunnel; and when 
he expected to receive the report of the 

Channel Tunnel Study Group. 
Mr. Selwyn Lloyd: I believe that the Inter- 
national Study Group intends to send H.M. 
Government a copy of its report in the near 
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future. No worth-while discussions can take 
place with the French Government until this 
report has been studied. 

Mr. Ellis Smith (Stoke-on-Trent S.—Lab.): 
Will the Foreign Secretary give an under- 
taking that he will not encourage the pro- 
posal in view of the urgent needs of the 
British people for capital expenditure for 
housing and so on ? 

Mr. Selwyn Lloyd: Before a decision is 
taken in favour of the project all the relevant 
considerations should be taken into account. 


Talks with M.P.s on Transport Policy 

Mr. Frank McLeavy (Bradford E.—Lab.) 
asked the Minister of Transport, in view of his 
invitation to the Members for Bristol S.E. 
(Mr. A. Wedgwood Benn) and Bermondsey 
(Mr. R. Mellish) to discuss with him matters 
relating to future transport policy, whether 
he would further discuss such matters with 
other Members with knowledge and experi- 
ence of the industry. 

Mr. Ernest Marples, in a written answer: 
I am always ready to discuss with hon. 
Members the views they may have on future 
transport policy. 








Contracts and Tenders 
Control equipments for the Danish State Railways 


The English Electric Co. Ltd. has received 
an order from the Danish State Railways 
for 17 control equipments for use on the 1,500 
V.d.c. electrified sections of the Copenhagen 
suburban lines. This is the fifth repeat order 
from Denmark to be placed with the company. 
With the new order, the English Electric 
Co. Ltd. will have supplied equipments for 
a total of 119 motor coaches. The rolling 
stock, which will be built in Denmark, is 
normally marshalled to form eight-coach 
trains, made up of four motor coaches and 
four trailer coaches. 


The Butterley Co. Ltd. has received a 
contract from Associated Portland Cement 
Manufacturers Limited for 60 bulk cement 
wagons. 


A contract has been signed between 
Companhia Siderurgica Nacional and Rede 
Ferroviaria Federal S.A., under which the 
former guarantees to hand to the Central 
Railway of Brazil for transportation to and 
from Volta Redonda, in the first half of 1960, 
1,100,000 tons of raw materials and 200,000 
tons of finished steel products. The monthly 
value of the freight is estimated at 120 
million cruzeiros. 


British Railways, Eastern Region, has 
placed the following contracts :-— 

Drake & Gorham (Contractors) Limited: 
supply, delivery and. erection of elec- 
trical installation in sheds Nos. 2 and 3 
at Stratford Diesel Maintenance Depot 

Samuel Williams & Sons Ltd.: con- 
struction of subway, concrete retaining 
wall, and wing walls at Benfleet Station 

Walter Lawrence & Son Ltd.: new 
building for automatic telephone exchange 
at Seven Sisters 

A. Reyrolle & Co. Ltd.: supply, de- 
livery, and installation of three type 
**ORT4” circuit breakers for Neepsend 
Substation 

Holliday & Greenwood Limited: con- 
struction of inspection pits on piled 
foundations together with foundations, 
steel portal frames, cladding, and so on, 
for inspection shed and also the con- 
struction of pump house and foundations 
for oil storage tanks, substation and 
transformer for diesel servicing and 
fuelling depot at Colchester Station. 


The Export Services Branch, Board of 
Trade, has received calls for tenders as 
follow :— 


From India : 

Manufacture, supply, erection, and 
supervision of operation and maintenance 
for a period of one year, of 25-kV. single- 
phase, 50 cycles, a.c. traction switching 
stations for the following sections of the 
Indian Railways on the 5-ft. 6-in. gauge :— 

(1) Group 7—Gaya (exclusive) to 
Mughalsarai (inclusive) on the Eastern 
Railway, and (2) Group 8—Khargpur 
(inclusive) to Tatanagar (exclusive) on 
the South-Eastern Railway. The con- 
tractors will have to undertake all con- 
crete work, erection of steelwork, and 
supply and erection of equipment at 
switching stations. The work shall be 
completed in all respects by June, 1961. 
The issuing authority is the General 

Manager and Chief Engineer, Railway 
Electrification, Calcutta, who reserves the 
right to award the contract for one or both 
the groups to one or more contractors. 
Tender papers containing instructions to 
tenderers, general and special conditions of 
contract and specifications and a set of 
drawings may be purchased at 235, Lower 
Circular Road, Calcutta, on payment of 
Rs. 100 per copy which shall be deposited 
in cash with the Cashier, Railway Electri- 
fication, 232, Lower Circular Road, Cal- 
cutta. Tenders shall be submitted, in six 
copies in a separate sealed cover, by April 20, 
1960. The seventh copy of the tender shall be 
submitted by April 20, 1960, at the office of 
the Societe National des Chemins de Fer 
Francais, 42, Rue de Chateaudun, Paris 
IXe, who are the technical associates of the 
Ministry of Railways for the works. Earnest 
money to be deposited for each tender is 
Rs. 20,000. A security deposit of rupees 
one lakh will have to be made by the success- 
ful tenderer on placing of the order. All 
relevant particulars are available in the 
tender papers. Tenders will be opened 
on April 20, 1960. No further information is 
available at the Board of Trade. The 
Board of Trade reference is ESB/4260/60. 


From South Africa: 
4,200 taper roller bearings cup 9421 
cone 9135, 14x 2°717x 25/32 SKF 14125/ 
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14274 RIV20/05/3423, Timken 14125/ 

14274, or equivalent. 

The issuing authority is the Stores Depart- 
rent, South African Railways. Bids in sealed 
envelopes, endorsed “‘ Tender No. F4272: 
“aper Roller Bearings * should be addressed 
to the Chief Stores Superintendent, S.A.R., 

’.O. Box 8617, Johannesburg. The closing 
cate is March 15, 1960. Local representation 
i; essential. The Board of Trade reference is 
-SB/4579/60. 


2 electrically-operated pit type traversers 
each suitable for moving trolleys loaded 
with steel castings from one track to 
another in a large steel foundry. 

The issuing authority is the Stores Depart- 
ment, South African Railways. Bids in 
sealed envelopes, endorsed “ Tender No. 
F.4082: Traversers,” sould be addressed to 
the Chief Stores Superintendent, S.A.R., 
P.O. Box 8617, Johannesburg. The closing 
diate is March 15, 1960. Local representation 
is essential. Photo-copies of tender document 
are not available at the Board of Trade. 
The Board of Trade reference is ESB/4578/60. 


4 items of aluminium conductor fittings. 
The issuing authority is the Stores Depart- 
ment, South African Railways. Bids in 
sealed envelopes, endorsed “ Tender No. 
C8128: Aluminium Conductor Fittings,” 
should be addressed to the Chairman of the 
Tender Board, P.O. Box 7784, Johannesburg. 
The closing date is March 18, 1960. Local 
representation is essential. The Board of 
Trade reference is ESB/4580/60. 


From Sudan : 
6 30-ton hydraulic lifting jacks. 

The issuing authority is the Controller of 
Stores, Sudan Railways, Atbara. The ten- 
der No. is 2121. The closing date is March 
15, 1960. The Board of Trade reference is 
ESB/4560/60 


600 rolled-steel 
tender wheels. 
The issuing authority is the Controller of 

Stores, Sudan Railways, Atbara. The tender 
No. is 2094. The closing date is February 
29, 1960. The Board of Trade reference is 
ESB/4553/60 


tyres for locomotive 


4 portable welding sets. 

The issuing authority is the Controller 
of Stores, Sudan Railways, Atbara. The 
tender No. is 2116. The closing date is 
March 8, 1960. The Board of Trade refer- 
ence is ESB/4555/60. 


1 right-hand and 1 left-hand motor- 
driven tyre drilling and tapping machine, 
suitable to deal with locomotives coupled, 
carrying, and tender wheels of 3-ft. 6-in. 
gauge when pair of wheels mounted on 
their axles. Diameter of wheels is from 
2 ft. 14. in. to 3 ft. 3 in. 

The issuing authority is the Stores Depart- 
ment, Sudan Railways, Atbara. The tender 
a is 2120. The closing date is March 14, 
1960. 


1 cylinder honing machine. 

The issuing authority is the Stores Depart- 
ment, Sudan Railways. The tender No. is 
2118. The closing date is March 10, 1960. 
Prices should be quoted on both f.o.b. and 
>.i.f. Port Sudan basis, and tenders must be 
valid for two months from the closing date. 
No further information is available at the 
Board of Trade. The Board of Trade refer- 
2nce is ESB/4557/60. 


From Victoria : 
1 turret lathe. 

The issu#@g authority and address to 
which bids should be sent is the Secretary for 
the Victorian Railways, Railways Adminis- 
trative Offices, Melbourne, C.1. The tender 
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No. is 61,657. The closing date is March 16, 
1960. The Board of Trade reference is 
ESB/4585/60. 


From Uruguay 

200 tonnes of steel rails, 39kg., 680 per 
lineal metre (80 Ib.). 

300 pairs of fishplates with four holes for 
bolts of $ in. dia. 

1,200 fishplate bolts, % in. dia., with 
appropriate hexagonal nuts and washers. 
The issuing authority and address to which 

bids should be sent is the Administracion de 
Ferrocarriles del Estado, Gerencia General, 
Departmento de Proveeduria. The tender No. 
is 544/60. The closing date is March 10, 
1960. The Board of Trade reference is 
ESB/4192/60. 


From Greece 
5 items of special steel plates for loco- 
motive boilers. 

The issuing authority and address to which 
bids should be sent is the Hellenic State 
Railways, 12B Polytecniou Street, Athens. 
The tender No. is 4518. The closing date is 
March 8, 1960. The Board of Trade reference 
is ESB/4527/60. 


From French West Africa 
1 85-ton rail-mounted diesel-mechanical 
lifting crane. 

The issuing authority is the Societe 
Anonyme des Mines de Fer de Mauritanie 
(Miferma), 11, Boulevard Lannes, Paris 16. 
The tender No. is 3011/324. The closing date 
is March 2, 1960. Tender documents are 
available from the above address on payment 
of 20NF. No further information is available 
at the Board of Trade. The Board of Trade 
reference is ESB/4268/60. 


From Ceylon 

Supply of reinforced concrete Hume pipes. 
The issuing authority is the Ceylon Govern- 
ment Railway. Bids should be sent to the 
Chairman, Tender Board, Ministry of Trans- 
port & Power, P.O. Box 547, Colombo, 1. 
The closing date is March 2, 1960. No 
further information is available at the Board 
of Trade. The Board of Trade reference is 
ESB/4506/60. 


Further details relating to the above 
tenders together with photo-copies of 
tender documents, unless otherwise stated, 
can be obtained from the Branch (Lacon 
House, Theobald’s Road, W.C.1). 








BRITISH RAILWAYS INFORMATION BUREAU AT 
IpEAL Home ExuiBition.—British Railways 
will have an information bureau at the 
Ideal Home Exhibition, to be held at 
Olympia, March 1-26. Representatives will 
answer inquiries about passenger and freight 
train services and continental travel. British 
Railways’ Holiday Haunts publications, on 
resorts throughout Britain, will be on sale 
at the bureau. 


SCOTTISH ASSOCIATION OF PAINT MANUFAC- 
TURERS.—Fourteen paint manufacturers, 
representing about 70 per cent of the indus- 
try’s capacity in Scotland, have announced 
that they had formed the Scottish Associa- 
tion of Paint Manufacturers with the object 
of promoting the interests of the industry in 
Scotland. The work of the Associaton 
will be managed by a committee consisting 
of Mr. A. D. Cameron (Mathews, Maclay & 
Manson Limited), President; Messrs. F. A. 
Guthrie (John S. Craig & Co. Ltd.); and 
John S. Montgomerie (Montgomerie, “7% 
& Co. Ltd.), Vice-Presidents ; i 

Stuart Sim (William Sim & Sons, ne 
Limited), Mr. R. Y. Crawford (Thomas 
Macintyre & Co. Ltd.) and Mr. R. Lang 
(Imperial Chemical Industries Limited). 


Notes and News 


Mail Train Robbery in the Southern Region.— 
Six mailbags were found ripped open when 
the late mail train from London Bridge 
arrived at Arundel, British Railways, South- 
ern Region, on February 18. Thirty-six 
registered letters were missing. 


Devon General Omnibus & Touring Co. Ltd. 
Results.—The Devon General Omnibus & 
Touring Co. Ltd. has declared a final 
dividend of 5 per cent, making 7 per cent, 
tax free, for 1959 (10 per cent, less tax). 
Subject to audit, the net profit was £153,134 
(£117,976) after depreciation £114,615 
(£114,185) and tax £69,000 (£101,100). 


The Jnstitution of Heating & Ventilating 
Engineers visit Works of Keith Blackman 
Limited.—Forty members of the London 
Branch of the Institution of Heating & 
Ventilating Engineers, led by Mr. R. F. 
Gillham, of Smeaton & Sons Ltd., visited 
the principal works of Keith Blackman 
Limited at Tottenham on February 20. 
They were shown the _ recently-opened 
permanent exhibition building which demon- 
strates a wide variety of the company’s 
equipment. 


Minister of Transport Opens Castrol House.— 
The formal opening of Castrol House, the 
world headquarters of the all-British Wake- 
field Castrol Group at Marylebone Road, 
London, N.W.1, was performed earlier this 
week by the Minister of Transport, Mr. Ernest 
Marples. The building, of reinforced con- 
crete frame construction, covers a site of 
nearly one acre and has a 15-storey glass- 
sided tower. Unusual features inchide 
automatic light switches which react to the 
fading of daylight, and a pneumatic internal 
postal system in which documents are auto- 
matically delivered to the destination dialled 
in code on a container placed in a chute. 


Conference on Non-Destructive Testing in 
Electrical Engineering.—The Measurement & 
Control Section of the Institution of Electrical 
Engineers, in association with the British 
National Committee on Non-Destructive 
Testing, is making arrangements for a 
conference on non-destructive testing in 
electrical engineering to be held at the 
Institution, Savoy Place, London, from 
November 8 to 10, 1961. The theme of the 
conference will be “How best may the 
electrical engineer test the quality and 
endurance of his materials and structures?” 
Anyone wishing to submit a paper for 
consideration by the organising committee 
of the conference should communicate with 
the Secretary of the Institution, from whom 
full details regarding the scope of the confer- 
ence can be obtained. 


Keith Blackman Limited at the Fuel Efficiency 
Exhibition. Among the exhibits by Keith 
Blackman Limited at the Fuel Efficiency 
Exhibition at Olympia, London, W., on 
April 27—May 6, will be an aerofoil section 
backward bladed type A.R. centrifugal 
fan impeller and blade section; a No. 15 
Keith fan, representative of an alternative 
range of forced draught fans, this particular 
model being fitted with a radialeaf damper; 
an induced draught fan with air cooled bear- 
ings and heavy-duty impeller built to with- 
stand continuous high temperatures; a selec- 
tion of blowers suitable for supplying high 
pressure air for combustion to oil and gas 
fired furnaces; and Aristocrat impellers, 
representing a range of centrifugal fans 
for use with oil burners, space heaters, and 
unit air conditioners. Also shown will be a 
high-temperature Bifurcated axial fan for 
the removal or re-circulation of hot air or 
other gases; and a cut-away model of a 
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combined induced draught and grit arresting 
fan showing the principle of operation. 
One of the range of Tornado-Cyclogalax 
high-efficiency collectors will be shown for 
the first time in Britain. Other exhibits will 
be a working model demonstrating the Keith 
Blackman-Broman Ekstrom shot cleaning 
system which ensures maximum heat transfer 
in heat exchangers; and industrial gas burn- 
ing and control apparatus. 


Holbrook Machine Tool Co. Ltd. Change of 
Address.—The registered offices and admin- 
istration of the Holbrook Machine Tool Co. 
Ltd. will be transferred to Cambridge Road, 
Harlow, Essex, tel. Harlow 2257, on March 1. 


F.A.G. Bearing Co. Ltd. New Branches.— 
The F.A.G. Bearing Co. Ltd. has opened 
branch offices at 86, Bristol Street, Bir- 
mingham, 5 (telephone Midland 9209), and 
at 69, Temple Street, Wolverhampton, 
(telephone Wolverhampton 20386). 


Record Steel Production.—The steel industry 
in the United Kingdom achieved a record 
rate of production in January, only slightly 
below the level of capacity. The weekly rate 
of production of 471,000 tons was about 
one-third higher than a year previously, 
and equivalent to a production rate of 24°5 
million tons in a full year. Allowing for 
annual holidays, this would result in actual 
production of 23°6 million tons a year, or 


17 per cent higher than total production in 
1959. 


Mobile Rail Inquiry Bureau.—A _ British 
Railways mobile inquiry bureau is touring 
towns in the North Eastern Region during 
February and March to assist the public 
to plan their summer holidays. The staff 
will advise about holiday resorts throughout 
Great Britain, particularly in North Wales. 
Visits include Newcastle (February 15-17), 
South Shields (February 18-19), Hexham 
(February 23), Sunderland (February 24-26), 
Leeds (February 29-March 4), Huddersfield 
(March 7-11). 


Brush Electrical Engineering Co. Ltd. at the 
Electrical Engineers Exhibition.—Brush Elec- 
trical Engineering Co. Ltd. will be exhibiting 
a wide range of its products at the Electrical 
Engineers Exhibition which is to be held at 
Earls Court, London, from April 5 to 9, 1960. 
This will include representative equipment 
from the Switchgear, Transformer; Electrical 
Rotating Machine, and Control Gear Div- 
isions. Special exhibits will include a 275- 
b.h.p. d.c. motor (continuous rating) repre- 
sentative of the type embodied in Brush diesel- 
electric locomotives Type “ 2,” a large num- 
ber of which are being supplied to the British 
Transport Commission for the Eastern 
Region of British Railways. 


Withdrawal of Traffic Facilities from N.E. 
Region Stations.—Passenger or goods fac- 
ilities are to be withdrawn from certain 
additional stations or depots in British Rail- 
ways, North Eastern Region, from March 7. 
Norton-on-Tees Station, on the Stockton to 
West Hartlepool line, is to be closed to pas- 
senger traffic, and the goods station con- 
verted to a public delivery siding. Alter- 
native facilities for passengers are provided 
by bus services in the area. There will be no 
change in the existing arrangements for the 
collection and delivery of parcels and goods 
traffic requiring cartage by British Railways 
road vehicles. Full wagon-loads not re- 
quiring cartage service will be dealt with at 
the public delivery siding. The passenger 


service will be withdrawn from Methley 
South Station, on the Leeds Central to 
Pontefract Monkhill line. Parcels traffic will 
continue to be collected and delivered by 
British Railways. The public delivery siding 
at Swalwell, on the line from Newcastle to 
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Blackhill, is to be closed; 
ities for full wagon-loads are available at 
Blaydon, where there will be no change in the 
present arrangements for dealing with small 


alternative facil- 


consignments by British Railways road 
vehicles. 

Engineering Work on L.M. Region Main 
Line.—Because of heavy engineering work in 
preparing for electrifying British Railways, 
London Midland Region, main line between 
Euston, Manchester and Liverpool, the run- 
ning times of some main-line services last 
Sunday were extended. 


Offer for De Havilland Holdings Limited 
Preference Stock.—Philip Hill, Higginson, 
Erlangers Limited has announced that it is 
making an offer on behalf of Hawker Siddeley 
Group Limited to acquire the £800,000 34 
per cent redeemable cumulative preference 
stock of De Havilland Holdings Limited at 
15s. 6d. per £1 stock unit in cash. 


English Electric Co. Ltd. Results.—The 
English Electric Co. Ltd. has announced a 
final dividend of 7 per cent, to make 10 per 
cent for 1959 on a capital increased from 
£18,270,000 to £30,140,000 by one-for-ten 
rights and one-for-two scrip issues. This 
compared with the equivalent of 94 per cent, 
taking the scrip issue into consideration, 
pong rate the directors had forecast for 


Vulcan Foundry Limited Results.—Vulcan 
Foundry Limited showed a further marked 
improvement in 1959 with group profits 
expanding from £125,780 to £435,784 after 
charging depreciation of £160,068 (£118,780). 
United Kingdom tax accounted for £211,000 
(£50,000) and general reserve was allocated 
£49,000 (£25,000) in respect of tax relief on 
capital allowances, leaving a net profit of 
£175,784 compared with £50,780. The 
dividend is unchanged at 5 per cent. 


D. Napier & Son Ltd. Results.—D. Napier 
& Son Limited has reported a loss of 
£1,188,369 on trading account for 1959. 
Deducting a subvention payment from 
English Electric Co. Ltd. of £1,200,000, 
there was a surplus of £11,631 against a 
previous profit of £242,543 after a deprecia- 
tion charge of £316,749 (£511,906). There 
was no tax charge against £148,000. No 
dividend has been recommended on the 
ordinary shares, all held by the controlling 
company, against 74 per cent for 1958. 


Leyland Motors Limited Full Order Books.— 
The order books of Leyland Motors Limited 
are reported by Sir Henry Spurrier, Chair- 
man of the company, at the recent annual 
general meeting, to have been replenished 
by the end of September last, and the shops 
were once again working to full capacity. 
Cash balances shown in the group balance- 
sheet at September 30, 1959, declined from 
£3,501,441 to £1,045,351, overdrafts in- 
creased from £450,177 to £943,530, while 
debtors increased from £8,270,188 to 
£10,477,109. There is also a large increase 
in the bills of exchange. The considerable 
payments made to the company against 
uncompleted contracts is down by nearly 
£600,000 and this reduction is likely to con- 
tinue very rapidly during the current year. 


Withdrawals of Goods Services in Eastern 
Region.—Goods trains will be withdrawn 
from the Snape branch of the Great Eastern 
Line of British Railways, Eastern Region, 
and Snape Station will be completely closed 
on March 7. A collection and delivery 
service for sundries traffic will continue 
to be available, and full wagon-loads will 
still be dealt with at Leiston, Saxmundham, 
and Wickham Market Stations. From the 
same date, the goods service will be with- 
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drawn from Cromer High Station, whic? 
will be completely closed. A collection an | 
delivery service for sundries will continu > 
to be available and wagon-loads will sti'! 
be dealt with at Cromer Beach and Gunton. 
Passenger services were withdrawn from the 
Snape branch and from Cromer High som: 
time ago. 


Angel Truck Co. Ltd., new premises.—The 
Angel Truck Co. Ltd. has moved to 242-244 
Billet Road, Walthamstow, London. The 
telephone number is Larkswood 5566. 


New Two-berth Sleeping Car Service.—British 
Railways, North Eastern Region, is this year 
introducing a two-berth sleeping car service, 
with full bedding, in the car-sleeper trains 
between York and Inverness. This will be 
in addition to the four-berth accommodation 
previously provided. The extra cost for the 
superior accommodation and service will be 
10s. per berth. It is expected that two-berth 
accommodation will later be provided on 
the car-sleeper services from that region to 
the Continent and the West Country. 


Productivity Conference.—During the period 
of the Production Exhibition due to be held 
at Olympia, London, W., in April, the 
British Productivity Council will be respon- 
sible for organising a conference entitled, 
** Productivity : Men and Methods.’ The 
conference will be divided into eight half- 
day sessions : Computers and Production 
Control ; Fitting the Job to the Worker ; 
Work Study and Industrial Engineering ; 
Variety Reduction; Quality Control; Com- 
munications in Industry; Training of Super- 
visors; and Organising for Cost Reduction. 
There will be two to four speakers at each 
session. Tickets, price 25s. each per session, 
and further information can be obtained from 
the British Productivity Council, 21, Tothill 
Street, S.W.1. 


The Railway Correspondence & Travel 
Society’s Cheshire Rail Tour.—To afford a 
last opportunity to travel on the Hooton- 
West Kirby branch (complete closure immin- 
ent) and several other closed lines in the 
Chester and Birkenhead area, the Railway 
Correspondence & Travel Society has 
arranged a 115-mile rail tour of these lines. 
Light refreshment facilities will be avail- 
able on the train. Fare, including itinerary is 
21s. 6d.—children under 14 years, 12s. Fur- 
ther details may be obtained from Mr. J. A. 
Jennings, 12, Cheadle Road, Cheadle, 
Cheshire. Applications should be accom- 
panied, by a stamped addressed envelope. 


Spray Train Demonstration——-On Febru- 
ary 22, demonstrations took place on the line 
at West Drayton, Middlesex, of the Mark III 
Prototype Spray Train specially developed 
for British Railways by Fisons Pest Contro! 
Limited of Harston, Cambridge. The de- 
monstrations, which were jointly organised 
by Mr. C. W. King, Chief Civil Engineer of 
the British Transport Commission, and by 
Fisons Pest Control Limited, were staged 
to bring the problem of weed-control to the 
notice of Chief Civil Engineers, and to show 
them the newly-developed train. This, which 
is suitable for the application of any insoluble 
weedkiller, is described and illustrated in this 
week’s “‘ New Equipment and_ Processes’ 

section. A manufacturer’s article, reviewing 
the weed problem as a whole and outlining 
the scope of a modern chemical weedkiller, 
will follow in a subsequent issue. 


Derby Railway Engineering Club Annual 
Dinner.—Sir John Benstead, Deputy Chair- 
man, British Transport Commission, was the 
principal guest of the Derby Railway Engin- 
eering Club at their Annual Dinner held 
at the Railway Institute in Derby on Febru- 
ary 19. Also among the guests were two 
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former Chief Mechanical & Electrical En- 
cineers at Derby—Mr. H. G. Ivatt and 
fr. J. F. Harrison, who is now Chief 
Aechanical Engineer, British Railways, 
Central Staff. Senior railway officers pre- 
sent included Mr. A. E. Robson, the present 
C. M. & E. E., London Midland Region ; Mr. 
>, H. Baker, Assistant C.M. & E.E.; Mr. H. 
Randle, who recently retired from that 
sosition; Mr. G. B. Gray, Divisional Traffic 
Manager, Nottingham; Mr. A. H. Madden, 
_ine Traffic Officer (Motive Power), Derby, 
ind Mr. E. J. Larkin, Director of Work 
Study, B.T.C. Sir John Benstead proposed 
ihe toast of the Club, and the response was 
nade by the President, Mr. A. E. Bates, 
Carriage & Wagon Works Manager, Derby. 
The health of the guests was proposed by 
Mr. Robson. 


George Cohen 600 Group Limited Interim 
Dividend.—The interim ordinary dividend 
of the George Cohen 600 Group Limited is 
maintained at 44 per cent, payable on March 
31. The final payment last year was 74 per 
cent. 


Electrification Work at Folkestone Harbour.— 
Because of engineering works in connection 
with electrification, Folkestone Harbour, 
British Railways, Southern Region, will 
be closed to passengers from 6 p.m. on 
Sunday, March 13, to 8 p.m. on Saturday, 
March 19. During this period all cross- 
Channel vessels normally using Folkestone 
Harbour will sail to and from Dover Marine. 


D. Napier & Son Ltd., Trading Loss.—For the 
year to December 26, 1959, the accounts of 
D. Napier & Son Ltd. record a trading loss of 
£1,188,369 (credit £242,543) and no ordinary 
dividend (74 per cent). Fixed assets were 
£1,691,102 (£2,006,266), interests in sub- 
sidiaries (£217,697 (£17,857), net current 
assets £4,461,207 (£5,665,510), and over- 
draft £5,381,923 (£4,824,306). Commit- 
ments were £6,250 (£150,000). 


Institution of Locomotive Engineers Annual 
General Meeting.—The 49th annual general 
meeting of the corporate members of the 
Institution of Locomotive Engineers will be 
held on March 15 at 5.30 p.m., in the lecture 
hall of the Institution of Mechanical En- 
gineers, by courtesy of its Council. The 
meeting will be followed by a paper on “* Class 
25 Condensing Locomotives on the South 
African Railways—design and _ operating 
experiences,” by Prof. Dr. Ing. R. Roosen. 


Swiss Industries Fair in Basle-—The Swiss 
Industries Fair will take place for the 44th 
consecutive year in Basle, from April 23 
to May 3, 1960. The time chosen by the Fair 
Management offers visitors an opportunity 
to also attend the Fairs in Milan and Hanover 
which are taking place at about the same time. 
At the Swiss Industries Fair over 2,300 Swiss 
firms will show their new products, occupying 
about 1.4 million sq. ft. of space. Out- 
standing at the 1960 Fair will be the wide 
variety of machine tools which will include 
the latest inventions in this field. Information 
and details may be obtained from the Swiss 
Embassy, 18, Montagu Place, London, W.1, 
the Swiss National Tourist Office, 458, 
Strand, London, W.C.2, and the Consulate of 
Switzerland, Midland Bank Buildings, Spring 
Gardens, Manchester. 


Demand for Machine Tools.—An increase 
in orders has been received by the builders 
of multi-spindle automatic and _ multi- 
tool lathes, largely as a result of the pro- 
gramme of expansion embarked on by 
builders of road vehicles, and durable 
consumer gpods such as washing machines. 
The increased demand, aggravated by 
labour shortages, is reported to have caused 
some delays in deliveries. Apart from the 


THE RAILWAY GAZETTE 


road vehicle industry, however, the increase 
in demand for tools is believed to be rela- 
tively small. Some machine tool manufac- 
turers state that few orders are received for 
replacements in other sections of British 
industry. Orders frcm overseas are reported 
to be spread satisfactorily over the machine 
tool industry, as regards both type and range 
of tool; and the improvement is expected to 
continue. 


Consolidated Signal Co. Ltd. Results.—The 
net profit of the Consolidated Signal Co. Ltd., 
rose from £45,387 to £53,282 in the year 
ended September 30, 1959, and the dividend 
has been raised by 5 per cent to 45 per cent. 


Otis Elevator Co. Ltd. Increased Dividend.— 
The final dividend of the Otis Elevator Co. 
Ltd. for 1959 is being raised to 574 per cent 
from 15 per cent for the corresponding 
period of the previous year. The dividend for 
the year 1959 will be 75 per cent, compared 
with 30 per cent for 1958. 


Traffic on the St. Lawrence Seaway.—Cargo 
traffic over the St. Lawrence Seaway area 
rose sharply in the first year of operation but 
did not match advance estimates. The traffic 
report for the opening year of 1959, showed 
20,351,000 tons moving between Montreal 
and Lake Ontario compared with 11,762,000 
over the shallower old canal system in 1958. 
Officials had been looking for about 
25,000,000 tons in the initial year. 


Re-development of Birmingham Bull Ring 
Centre.—Birmingham City Council has 
approved in principle a £5,000,000 scheme 
submitted by the Laing Investment Co. Ltd., 
for the redevelopment of an area of more 
than 3 acres in the Bull Ring and retail 
market area of the city. Clearance work is 
expected to start shortly, with completion of 
the entire scheme by March, 1963. A feature 
of the scheme is a proposed self-contained 
shopping centre on four main floors. The 
scheme will include a new bus station con- 
taining 32 stands and having ancillary services 
such as parcels office, canteen, waiting room 
and toilets. 


Movement of Coal by Road.—Fleets of lorries 
have been brought into service in the East 
and West Midlands coalfields to move coal 
which is piling up at collieries and in railway 
sidings. The switch to road transport has 
been caused by an acute shortage of men and 
locomotives. British Railways and the 
National Coal Board plan to transfer 50,000 
tons of coal a week from rail to road haulage, 
half of it in each coalfield. It is estimated that 
in each division about 10,000 tons of coal 
was hauled by road this week. The total 
will build up as lorries become available. 
So far as the National Coal Board is con- 
cerned, it is a temporary measure to help 
solve the present railway crisis. The question 
of a permanent switch to road transport is 
not envisaged. The move has been welcomed 
by miners’ leaders throughout the area. 


Ransomes & Rapier Limited at the Mechanical 
Handling Exhibition—Ransomes & Rapier 
Limited products to be displayed at the 
Mechanical Handling Exhibition at Earls 
Court, London, S.W.,on May 3-13 include a 
Rapier 1520 mobile crane, exhibited for the 
first time. It is shown with a 70-ft. strut 
jib ; extendible strut jibs from 30 to 80 ft. 
are available. The crane can also be supplied 
with cantilever jibs and extensions from 20 to 
50 ft. The working load is 15 tons at 10 ft. 
radius propped, giving 30 ft. height of lift 
with 30 ft. strut jib or 20 ft. cantilever jib. 
Steering is air-assisted. The travelling speed 
on pneumatic tyres is 6 m.p.h. Travel brakes 
are hydraulic with air-assistance. The drive 
is diesel-electric with separate motors for 
hoist, derrick, slew, and travel motions. 
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Another exhibit, the Rapier 18/33 fork truck 
is for loads of 18,000 Ib. at 33 in. from face 
of the forks. The turning circle is 13 ft. 
10 in. and travelling speed 20 m.p.h. Three 
sizes of masts are available for heights of 
lift of 12 ft. 6 in. 17 ft. 6 in., and 20 ft. 
Various fork attachments will be exhibited. 
A Rapier shop truck crane is for loads of 
1.35 tons. The drive is diesel-electric. A 
revolving crane superstructure with telescopic 
jib is mounted on a four-wheel floor truck 
with sprung axles. Four wheel steering 
affords manoeuvrability. A large platform 
area forward of the superstructure can be 
plumbed with the crane hook. 


Fewer Rolled Steel Orders from European 
Coal & Steel Community.—Orders received 
for rolled products in the European Coal 
& Steel Community in January totalled 
4,380,000 tonnes, compared with 4,571,000 
in December and 3,334,000 in January, 1959. 
The slight decline from the December figure 
was seasonal. It was largely the result of a 
drop in orders from countries outside the 
Community, to 789,000 tonnes. Orders for 
rolled products again rose by nearly 500,000 
tonnes in November. 


A.E.C. Expansion in Canada.—A.E.C. Lim- 
ited has announced that its range of diesel 
engines is now to be marketed throughout 
Canada under a recent agreement with 
Orenda Industrial of Ontario. Many engines 
are already in operation in Canada in pas- 
senger vehicles manufactured by the Can- 
adian Car Company of Montreal, and over 
1,400 buses serving that city are A.E.C. 
powered. Orenda will develop the sale of 
A.E.C. engines for industrial road vehicles, 
and marine applications. The company is 
a member of the Hawker-Siddeley Group, 
which will continue to represent A.E.C. 
interests for road passenger vehicles in the 
Dominion. 


Coventry Gauge & Tool Co. Ltd. Meeting.— 
Sir Stanley J. Harley, Chairman & Managing 
Director, Coventry Gauge & Tool Co. Ltd., 
stated at the annual general meeting of the 
company on February 23, that the accounts 
for the year ended August 31, 1959, show 
a net consolidated profit of £181,250 
(£160,041), after taxation amounting to 
£182,622 (£167,587). These figures of net 
consolidated profit for the respective years 
1957-58 and 1958-59 are not directly com- 
parable because of changes which have taken 
place in the struture of the company as a 
result of the acquisition of Rockwell Engin- 
eers Co. Ltd. and of the disposal of a con- 
trolling interest in the Australian subsidiary. 
On the manufacturing side of the business 
the results were less satisfactory. The parent 
company’s net profit after tax fell from 
£160,041 in 1958 to £61,231 in 1959. This 
reduction was principally due to reduced 
turnover and increased costs of production. 


Higher Management Courses.—Associated 
Industrial Consultants Limited is organising 
a series of courses in higher management, 
held at Dunford College, Midhurst, Sussex. 
The syllabus is of considerable relevance to 
railways and other branches of transport. 

Each course lasts for three weeks. Stage | 
lasts for two consecutive weeks, from Mon- 
day to Friday in each week. It is followed by 
a break of one week, to allow students 
to attend to urgent matters in their own 
businesses, and to consider what has been 
taught in Stage 1 against the background 
of business. Stage 2 lasts one full week. 
The first course is in progress. The second 
begins on April 18. Details may be obtained 
from Associated Industrial Consultants 
Limited, Bush House, London, W.C.2, 
or in other large centres in Britain, also in 
Dublin, Melbourne, Sydney, Toronto, Wel- 
lington, Nairobi, and Johannesburg. 
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Forthcoming Meetings 


February 26 (Fri.).—Royal Engineers Army 
Emergency Reserve (Transportation), at 
the Cafe Royal, Regent Street, W.1. 
Annual dinner. 

February 27 (Sat.).—Light Railway Trans- 
port League, at the Fred Tallant Hall, 
Drummond Street, N.W.1, at 6.30 p.m. 
Paper on “‘ The Grimsby & Immingham 
Electric Railway,” by Mr. J. H. Price. 

February 27 (Sat.).—Permanent Way Institu- 
tion, Nottingham & Derby Section, 
at the Victoria Station Hotel, Notting- 
ham, at 3.30 p.m. Films, discussion 
group. 

February 27 (Sat.).—Railway Corres- 
pondence & Travel Society, South of 
England Branch, at the Junction Hotel, 
Eastleigh, at 6.30 p.m. Paper on 

‘Industrial railways in the South- 
ampton area,” by Mr. W. Stearne. 

February 29 (Mon.).—Institute of Trans- 
port, Berks, Bucks and Oxon Section, 
at 32, Thorn Street, Reading, at 7 p.m. 
Paper on “Training for transport 
management,” by Mr. D. Stewart. 

February 29 (Mon.).—Railway Correspond- 
ence & Travel Society, Northampton 
Branch, at the Liberal Club, Castilian 
Street, Northampton, at 7.30 p.m. 
Paper on “* Locomotive development in 
the S.R.,” by Dr. A. F. Cook. 

March 1 (Tue.).—The Institution of Civil 
Engineers, at Great George Street, 
Westminster, S.W.1, at 5.30 p.m. 
Paper on “ Underground station for 
Western District Post Office, London; 
Design and Control: Messrs. S. Black- 
ford and E. W. Cuthbert. Construction: 
Messrs. V. H. Collingridge and R. E. 
Tuckwell. 

March 2 (Wed.).—Electric Railway Society, 
at the Fred Tallant Hall, 153, Drummond 
Street, N.W.1, at 7.15 p.m. Films: 
‘** Europe’s light railways,”’ by Mr. R. F. 
Beckett. 

March 2 (Wed.).—Peterborough Railway 
Discussion Group, at Peterborough 
Technical College, Eastfield Road, at 
6.45 p.m. Films, by Mr. E. Anstey, 
Films Officer, British Transport Com- 
mission. 


March 3 (Thu.).—British Railways, Western 
Region, London Lecture & Debating 
Society, in the Headquarters Staff 
Dining Club, Bishop’s Bridge Road, 
Paddington, W.2, at 5.45 p.m. Young 
men’s discussion: ‘ The scope for 
further research as a means of securing 
greater efficiency and economy in 
railway operations.” 

March 3 (Thu.).—Institute of Transport, 
Merseyside Section, at the Chamber of 
Commerce, Liverpool, at 6.30 p.m. 
Paper on “The operation of ‘C’ 
licensed vehicles with special reference 
to distribution work,” by Mr. J. C. A. 
Whitworth. 

March 3 (Thu.).—The Institution of Civil 
Engineers. Joint meeting with the 
Institution of Mechanical Engineers 
and the Institution of Electrical Engin- 
eers, at the Institution of Electrical 
Engineers, Savoy Place, W.C.2, at 
5.30 p.m. Graham Clark Lecture: 
‘“* The engineer and civilisation,” by Sir 
Hugh Beaver. 

March 4 (Fri.).—Institution of Locomotive 
Engineers, at the Dorchester Hotel, 
Park Lane, W.1. Annual luncheon. 

March 4 (Fri.)—The Railway Club, at the 
Royal Scottish Corporation, Fetter Lane, 
E.C.4, at 7 p.m. Paper on “ The Barry 
Railway,” by Mr. D. S. M. Barrie. 
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March 7 (Mon.)—Permanent Way Institu- 
tion, London Section, at the Head- 
quarters of the British Transport Com- 
mission, 222, Marylebone Road, N.W.1, 
at 6.30 p.m. Paper on “ Ultra sonic 
detection of rail flaws,” illustrated, by 
Mr. J. Banks 


March 7 (Mon.).—Institute of Transport, 
Metropolitan Section, at 80, Portland 
Place, W.1, at 6 p.m. Paper on “ The 
future of co-ordination between rail 
and road,” by Mr. A. J. White. 


March 8 (Tue.)—Institution of Civil En- 
gineers, at Great George Street, S.W.1, 
at 5.30 p.m. Informal discussion on 
“Deep excavations,” introduced by 
Mr. V. H. Collingridge. 


March 8 (Tue.).—Railway Correspondence 
& Travel Society, West Midlands 
Branch, at Thurland Hall, Nottingham, 
at 7.30 p.m. Paper on “ Still about 
steam,” by Dr. W. A. Tuplin. 


March 8 (7ue.).—Permanent Way Institution, 
York Section, in the Railway Institute, 
York, at 6.45 p.m. Paper on “ Experi- 
ences of an Area Assistant District 
Engineer,”’ by Mr. J. G. Batley. 


March 9 (Wed.).—British Railways, Southern 
Region, London Lecture & Debating 
Society, at the Chapter House, St. 
Thomas’ Street, S.E.1, at 6 p.m. Paper 
on “Southern bridges—construction 
and reconstruction,” illustrated, by Mr. 
E. K. Bridge. Chairman, Mr. A. H. 
Cantrell, Chief Civil Engineer, Southern 
Region. 


March 9( Wed.).—Railway Correspondence & 
Travel Society, Lancs & N.W. Branch, 
at the Douglas Hotel, Fennel Street, 
Manchester, at 7.15 p.m. Paper on 
“Eleven passengers per second—the 
G.E.R. suburban services,” by Dr. F. 
Youell. 


March 10 (Thu.).—British Railways, London 
Midland Region, Lecture & Debating 
Society, at the Clerical Staff Dining 
Club, Cardington Street, Euston, N.W.1, 
at 5.45 p.m. Paper on “‘ The proposed 
Victoria Line,” by Mr. C. E. Dunton. 


March 10 (Thu.).—Institute of Transport, 
East Midland Section, at Franklin’s 
Gardens Hotel, Northampton, at 1 p.m. 
Paper on “ The effect of railway modern- 
isation in the Midlands,” by Mr. George 
Dow, Divisional Traffic Manager, Lon- 
don Midland Region. 


March 10 (Thu.).—Railway Correspondence 
& Travel Society, West Riding Branch, 
in the Physics Department, Leeds Uni- 
versity, at 7.30 p.m. Paper on “ The 
design of British pre-grouping signals,” 
by Mr. G. Butland. 








OFFICIAL NOTICES 


HEF MAJESTY’S Overseas Civil Service Govern- 
ment of Hong Kong: Mechanical Engineer, 
Kowloon-Canton Railway. 
in May, 1960.) , 

Responsible to the General Manager of the Railway 
for the efficient organisation and running of the Railway 
Workshops, including maintenance and major over- 
hauls of diesel electric locomotives, carriages and 
wagons, and ancillary heavy equipment. Pensionable 
appointment or on secondment if on the staff of 
British Railways. Salary range £1,500-£2,865. Free 

. Rented quarters. 

Candidates up to 35 years must be A.M.I.Mech.E. 

with at least six years’ relevant experience in a senior 


(To take up appointment 


post. 
Write to Director of yp Colonial Office, 
lion, S.W.1, giving full -n: . age, qualifications 
and experience, quoting BCD110/31/02/D13. 





be ee weg (Diesel Shunting) a Hudswell 

ke, delivered 1957. 128 B. Type 0-4-0. 

bee Shin in. Jy = All flameproof yw ay Little 

or sale at considerably below cost. Box 

328, "The Railway Gazette, 33, Tothill Street, Westmin- 
ster, S.W.1. 
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Railway Stock Market 


Uncertainty continued in stock marke s 
and the general trend has been to lower shai2 
values because of caution by buyers. Sent - 
ment has been affected by the recent se'- 
back on Wall Street, but the main considerz- 
tions which continued to make for caution, 
was the possibility of fresh measures against 
inflation by the Chancellor of the Exchequer, 
Mr. Heathcoat Amory, and the realisation 
that higher expenditure on defence means 
the end of hopes of tax concessions in the 
Budget. In view of the combination of 
adverse factors, stock markets have held their 
ground much better than might have been 
expected. Financial results have been a 
helpful influence, because they reflect 
bigger earnings last year and include a fair 
number of higher dividends from com- 
panies in a wide variety of industries. 

Only a very small business was reported 
in foreign rails, among which the feature was: 
an advance in Costa Rica first debentures 
to 90 and in the second debentures to 933, 
while the ordinary stock strengthened further 
from 264 to 27. Antofagasta ordinary 
stock, however, came back from 17} to 16}, 
while the preference stock was also a point 
down at 32, but the 5 per cent (Bolivia) 
debentures were again at 100. 

Chilean Northern first debentures kept at 
59, United of Havana second income stock 
at 6, and Brazil Railway bonds at 8. Paraguay 
Central prior debentures (164) were also 
the same as a week ago, as were San Paulo 
Railway 3s. units at 1s. 63d., but Mexican 
Central ““A” bearer debentures rose from 
57 to 594. International of Central America 
remained at $264 and the preferred at $1134. 
Nyasaland Railways shares kept at 10s. 

Canadian Pacifics reflected Wall Street, 
and at $46 compared with $484 a week ago, 
though the preference stock strengthened to 
56} and the 4 per cent debentures were 
virtually maintained at 663. White Pass: 
were $138 

The main attention among shares of loco- 
motive builders, engineering and kindred 
companies again centred on Birmingham 
Wagon on the talks for a merger with Charles 
Roberts. Birmingham Wagon continued 
active, and at 43s. compared with 42s. 6d. 
week ago, but on the other hand, Charles: 
Roberts 5s. shares have come back from 
18s. 14d. to 16s. 6d. Gloucester Wagon 
10s. shares, at 17s. were within 3d. of las! 
week’s price, while Wagon Repairs 5s. shares 
eased from 13s. to 12s. 9d. 

Beyer Peacock 5s. shares have hel: 
steady at 8s. 74d., North British Locomotiv 
at Ils. 3d. compared with Ils. 6d. and 
Westinghouse Brake have come back fur- 
ther from 52s. 3d. to 51s. 9d. at which there 
is a yield of nearly 4} per cent on last year s 
11 per cent dividend. G. D. Peters wer: 
21s. 105d., but the quotation was not teste! 
by much business. 

Ransomes & Marles 5s. shares strengt! - 
ened from 25s. 9d. to 26s. because of higher 
dividend hopes. Pollard Bearing 4s. shar: > 
held steady at 41s. 9d. Tube Investmen‘s 
at 119s. encountered profit-taking followin: 
the news of the issue of shares at 25s. on : 
one-for-one basis; which will bring | 
£21,000,000 for expansion. Broom & Wac: 
5s. shares were 19s. 3d., and Ruston < 
Hornsby eased to 32s. with the prevailir; 
trend in stock markets. T. W. Ward hav 
been steady at 156s. 3d. and Stone-Platt : 
62s. 3d. were virtually the same as a wee: 
ago, but Associated Electrical came bac 
from 63s. to 60s. 6d., General Electric from 
42s. to 40s. 9d., though English Electric 
rose from 46s. to 47s. 9d. on further con- 
sideration of the results. Dowty Group 10s. 
shares at 56s. 14d. lost part of their recent 
sharp rise. 





